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Isthmian Steamship Lines 


General Offices: 50 Trinity Place, NEW YORK CITY 


Branch Offices: 


Herald Building, SYRACUSE, N. Y. Commerce Bldg., ROCHESTER, N. Y. Rockefeller Bldg., CLEVELAND, O. 
Union Trust Bldg., CINCINNATI, OHIO Marine Trust Bldg., BUFFALO, N. Y. 


DIRECT STEAMER SERVICE 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Houston, 
Mobile and Pacific Coast Ports 


To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 


New York, Baltimore, Portland, Norfolk, and other Atlantic and Gulf Ports, to 


Los Angeles Harbor, San Francisco, Portland, Seattle, Vancouver, etc., and return to New York, 
Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. 











Direct Service Baitimore to Honolulu without transshipment. 





For particulars, rates, sailings, etc., apply to General Offices, or to 


NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, 
Newport News, Boston, New Orleans, Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, 
Portland, Seattle, and Vancouver. 


E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom). ( 
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‘ 
f lyri g ht- in good condition— filed 
so that one motion on your 
part makes the whole title page visible. Just 
pull open the drawer—the front tilts forward 
and the follow block tilts back. Find the tariff 
needed, part the contents, the I. C. C. and 
G. F. O. numbers are easily read and the in- 
dividual tariff or supplement removed. 


Close the drawer and the contents are com- 
pressed, keeping the tariffs in good condition 
without sagging or buckling. 


The Automatic Tariff File saves time, elimi- 
nating lost motion, muddling through flat files 
or obsolete letter files. It protects the tariffs, 
saving money by increasing their life. It saves 
floor and wall space by condensing the filing 
area (the Automatic Tariff File holds 7 solid 
feet of tariffs). It offers the lowest cost per 
filing inch for any tariff filing medium. 


THE AUTOMATIC FILE & INDEX CO. 


General Sales Offices 
1322 Steger Building 28 E. Jackson Boulevard 
Chicago, Illinois 


Factory: 
Green Bay, 
Wisconsin 
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GREAT TERMIN ALS 
Provide Unequalled Facilities for 


SHIPPERS and DISTRIBUTORS \ 


Centralized management and operation as- 
sure a uniform high efficiency and service to 
vessels and cargo interests alike—waterside 
storage eliminates one or more transfers. Ul- 
tra-modern machinery insures the safe han- 
dling of all classes of merchandise. Direct 
transfer ship to rail (except in New York, 


ATLANTIC TIDEWATER TERMINALS 


G. W. Green, V. P. & Gen’l Mgr. 
17 State Street, New York 


NORFOLK TIDEWATER TERMINALS, Ince. 


j. A. Moore, Manager 
Norfolk, Va. 


where the terminal is located in the “free 
lighterage limits’) allows the handling of 
cargoes with the utmost speed, safety and 
economy. 

Fireproof buildings with complete sprin- 
kler system enable our patrons to enjoy the 
lowest possible insurance rates. 


PHILADELPHIA TIDEWATER TERMINAL 
G. M. Richardson, Gen’l Mgr. & Treas. 
10 Chestnut Street, Philadelphia 
KEYSTONE WAREHOUSE COMPANY 


W. J. Bishop, Gen’l Mgr. 
Seneca & Hamburg Sts., Buffalo, N. Y. 


MERCHANTS WAREHOUSE COMPANY 


Snowden Henry, Sup’t 
10 Chestnut Street, Philadelphia 


Richard D. Jones, Western Traffic Mgr. 
1646 Transportation Bldg. - Chicago 


9 5R 9292929298985 RS eRe ewe: 


AL aE~ 3 a TA awe ap t—1]8- 


CHAINof TIDEWATER TERMINALS 
V/s. and ALLIED INIAND WAREHOUSES _ gi 


y HARVEY C.MILLER President 
W.B.MCKINNEY Secretary &Treasurer 
COMMERCIAL TRUST BLDG. PHILA. PA. 
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livers to your customer's door in England 


indon, Midland & Scottish Railway of Great Britain 
“THE BEST WAY” 


SHIPPERS TO ENGLAND 


Traffic Managers and Freight Forwarders can 
obtain from any LMS Freight Offices in America 
full information on the cost of delivering, storing 
or distributing their merchandise in Great Britain. 


With a chain of 350 rail-connected warehouses 
the LMS thoroughly covers the industrial areas 
of Great Britain. 


The LMS will be pleased to work out a plan to 
fit your particular needs. 


LMS Ry of G. B. LMS By of G. B. LMS Ry of G. B. 
(Jas. P. Rebertson, Inc.), (Dyson Shipping Co., Inc.), (Oregon Forwarding Co.,inc.), 
833 N. Michigan Ave., 311 California St., 912—Board of Trade Bidg., 
Chicago, Ill. San Francisco, Cal. Portland, Oregon. 


LMS Ry of G. B. LMS Ry. of G. B. 
(Irving H. Heller) (G. E. Baughman & Ce.), 
1204 Pierce Bldg., Seaboard Bank Bldg., 


St. Louis, Mo. Norfolk, Virginia. 
or 


Advance arrangements made London, Midland & Scottish Railway of G. B., 
it handling and storing any eaten ~~ un tae Ga as Snaaien, 


tnd of freight either at port 


itin the interior. 
Great Britain 
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When Sales and Traffic Executives get together. 


SERVE THE GROWING SOUTHWEST 
MARKET FROM DALLAS—THE CENTER 


All Signs Point to DALLAS as 
Southwestern Headquarters 7, 


LERT Sales Managers and Traffic Managers of aggressive, expanding concerns have always had 

much in common. But never was this co-operation more pronounced, or more essential, than 
in this day of small inventories in all branches of manufacturing and distribution, and the conse- 
quent utter dependence on speedy transportation. Sales executives, studying out rich market 
opportunities, find that the 6 billion dollar Southwest market is a rich market indeed. Traffic 
executives, studying out the best means of serving markets, find that maximum efficiency in 
distribution with minimum transportation costs can be effected only by regarding the Southwest 
as a unit and selecting a central location from which to serve the whole Southwest—which logically 
points to Daas. Both sales and traffic 


executives are invited to mail the coupon—or 
write on their business letterheads—for set of 
seven valuable reports presenting a complete 
analysis of the Southwest market. 


Southwestern Headquarters to American 
Business—2,000 national and sectional 
concerns maintain branches in DALLas. 


(2a RSE RSS Sees eres see e sees eee sense eee eesesseeenesesssenesseseeesseseeesecnsensenesnessceennseenssseenesesnsenaesssessnsssssse™ 


INDUSTRIAL DALLAS, Inc. 
1530 Chamber of Commerce Bldg., Dallas. 


Please send free your set of seven reports presenting a complete survey of the Southwest market, to: 


Name—___ 
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New Lackawanna 
Terminat Warehouse 
For Light Manufacturing and Distribution 


Some of the Economies offered: 


Low rental and storage charges 

Prompt deliveries in Metropolitan area 

L. C. L. Freight House in building — saves 
cartage 

Built on Lackawanna tracks 

No cartage charges from cars into and out 


of warehouse 

27 elevators give quick floor service 

Convenient to Holland Tunnel and Lacka- 
wanna Ferries 

Storage-in-transit privileges 

Bonded space, U.S. Customs Storekeeper 
on premises 


These are just a few of the economies. Write for 
complete list and for full detailed information to 


Room 1702, 90 West Street, New York City 
Telephone Hitchcock 4200 
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“SPORTSMAN” 


A solid through train between 


DETROIT ; = : COLUMBUS 
CHARLESTON : . H} ie 
WHITE SULPHUR SPRINGS F 
HOT SPRINGS, VA. 3 RICHMOND ; KE 
OLD POINT COMFORT and 
NORFOLK, VA. . * 
Thru Pullman Service Between— i 


Detroit and Old Point Comfort, Va. 

{ White Sulpbur Springs. 
Cleveland and | Virginia Hot Springs. 
Toledo and Charleston, W. Va. 
Columbus and Char leston, W. Va. 


This train will represent the latest word in DeLuxe 
service ... You will find a new type of individual 
seat, deeply upholstered, and reversible, with addi- 
tianal space for comfort and hand luggage. The 
interior will present a pleasing contrast of color, 
while the entire floor will be covered with heavy 
rubber overlaid with aisle carpet. Improved ven- 
tilation and lighting will insure added comfort. 
The Pullman equipment will represent their latest 
type of cars, providing drawing rooms and com- 
partments-as well as berths. The lounge observa- 
tion will have a radio, and will carry the latest mag- 
azines, newspapers and stock reports. 

The club dining car to be operated between Detroit 
and Columbus and the dining car between Ashland 
and Richmond contain the latest and best of kitchen 
equipment. The cuisine and service will be the best. 
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Any of the following representatives will be glad to supply additional information: 


F. W. CURD, District Passenger Agent, Norfolk, Va. M. L. MURRAY, Trav. P. A., Charlottesville, Va. 
E. N. BAILEY, District Passenger Agent, Richmond, Va. J. R. CAVAN, Trav. P. A., Huntington, W. Va. 
J. L. STINES, Southeastern Pass. Agt., Richmond, Va. _ F. A. POWELSON, Dist. P. A., Columbus, O. 


GEO. COOMBS, A. G. P. A. T. H. GURNEY, P. T. M. 
Cincinnati, O. Richmond, Va. 


THE CHESAPEAKE & OHIO RAILWAY 





ON 


3 Years of Reliable 
Carrier Service 


R forty-three years the Soo Line has been serving 

shippers to and from the great Northwest and West- 

ern Canada. These years of reliable service have earned 

for the Soo Line the reputation of being able to handle 

the most complicated consignments with speed and safety- 

The Soo Line is always at your service. Any one 

of the representatives listed below will gladly be of 

assistance to you in expediting your shipments to any 
point in the vast territory served by the Soo. 


To avoid delay, Senet ie for Canadian destinations must be accompanied by SHIPPERS’ 
EXPORT DE MADE IN TRIPLICATE. This document must be delivered to rail- 
agent at initial point with the wae and accompany same to Canadian port of entry. 


_ EDMONTON @ 
BRITISH a Saas 
ERTA 

cantons LemerT 





mtral St. AGENCIES 8 Cal., 681 Market St. 
Iroquois Bldg. Duluth, Minn., 408 West Superior St. New York, WN. Y., 1550 Woolworth St. Paul _ ans 2 Merchants Na 
0 Bankaes Bldg., Indianapolis, Ind., 480 Merchants Bank Bldg. tional Bank 
Chi ams, . nus. Omaha, Neb. 725-96 W. 0. W. Bldg. Sault Ste. 
ainpews Falls, Wis. Kansas City, Mo., 723 Walnut 8t. Passaic, N. t. _—— Ave. Seattle, wash "5564 atu Bids. 
Cleveland” 0., 709 Traction —~ ioe Angeles, Cal., 630 Van Nuys Bldg. Philadelphia, te 4 Room 914 Fidelity- Spenane, Wash., 1015 old Nat’l Bank 
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ROUTE YOUR FREIGHT CARE OF SOO LINE 
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‘“‘ Dixie’ Flagbearer of the “Morgan Line” Fleet 
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== OUTHERN PACIFIC STEAMSHIP LINES (Morgan Line) 
| | provide excellent service between New York, Baltimore, ans 
“ New Orleans, Galveston and Houston. om 
The new “Dixie” pride of the fleet, supplements the me 
popular freight and passenger steamships “Momus” and “Creole” of 
operating on regular schedule from New York every Saturday and 
from New Orleans every Wednesday. wa 
“Morgan Line” is the popular and convenient description of ref 
this service among shippers. - 
Freight steamships connect at New Orleans, 
Galveston and Houston with rail lines serving [ 
Louisiana Oklahoma Utah Washington 
Mississippi Missouri New Mexico **Hawaiian Islands . 
*Central America Kansas Arizona **Philippine Islands Ch 
Texas Mexico California **China, Japan and 
Arkansas Colorado Oregon **A ustralia It 
*Steamers at New Orleans. **Steamers at Pacific ports. C01 
Fast, Regular and Dependable Schedules ina 
me 


Through Package Cars from Galveston and. New Orleans to All Important Points 


tio 


Southern Pacifici: 








sn 

You are cordially invited to use the facilities of our entire organization in any hr 

way we can serve you. Simply communicate with our representative nearest to you. 2 U 
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Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Regulation of motor vehicle common carriers in 
interstate Commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
fiers as a whole the adequate revenue prescribed by the 
lw and the Commission. 

Development of inland waterways for commerce 
oly where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. . 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 





TRAFFIC CLUB WORK 


N the Trarric Wortp of March 1 was an article deal- 

ing with the annual meeting of the Associated Traffic 
Clubs of America to be held in Cincinnati next month. 
It was more than a mere story of an interesting event to 
ome—it was a recording of the progress of this organ- 
vation that has meant so much and that is. capable -of 
leaning so much more in the development of transporta- 
tion thought and treatment. ~~ na . 

In eight years the association has grown from ‘its 
iriginal small nucleus to a national organization com- 
sed of over fifty traffic clubs scattered all over the 
‘“ountry, including most of the largest as well as the 
The latest additions to the roster are the 
(lubs in New York, Los Angeles, Buffalo, Philadelphia, 
aid Springfield, Ill. It is worthy of more than passing 
‘mment that two of these clubs—Philadelphia and New 
York—have returned after having dropped out. The 
‘asons for their having resigned are not important now 
~they may have been good or bad; the significant thing 


‘aller ones. 


“matters and we think its course wise. 
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is that the work of the association has so appealed to 
them that they have returned and are now active, which 
means considerably more than the mere fact that they 
or any other club joined in tthe first place. Returning 
after having resigned indicates more than usual careful 
consideration of the benefits of membership. 

The association, in its early days, was, perhaps, 
more or less unwise, on occasion, in procuring action 
by member clubs on transportation questions that were 
peculiarly controversial. The action of the association 
may have been sound, considering only the merits of 
these questions, but there is such a thing as forcing 
action even in a cause that seems righteous and thus los- 
ing the co-operation of some who might help in other 
causes no less righteous but not so controversial among 
traffic clubs and the men who compose them. Lately 
the association has refrained from taking action in such 
Of course, it must 
be free, if it is to amount to anything in a constructive 
way, to take action when occasion really demands, but 
the wisdom of those who take part in its proceedings 
must be exerted to steer away from dangerous waters. 

To illustrate: It would be unwise, in our opinion, 
though we believe in regulation of intercoastal steamship 
rates, for the association to attempt to get action from 
its member clubs on this subject. There are too many 
men in the clubs who believe otherwise and who would 
be alienated if their association took action so radically 
opposed to what they believe to be right and to what they 
conceive to be their interests. Examples of this sort 
could be multiplied. But, on the other hand, there are 
subjects on which members of traffic clubs think and 
ought .to think practically. as a unit, but on which there 
is much necessity for education of the public, Con- 
gress, and ‘the President himself. Such, for instance, 
are matters like the kind of men that should be ap- 
pointed to the Commission and the growing tendency 
toward political influence or action in the making of 
rates. In such matters the clubs ought not only to be 
a forum for discussion and information, but a force 
for reform. 

In other ways also the association is making itself 
felt. It has a well defined educational program, elab- 
orate in its design, but which may be summarized as 
an effort to bring business to understand the importance 
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and value of the traffic department and the traffic man, 
wp the one hand, and, on the other, to bring the traffic 
gan to a better understanding of his obligations and 
portunities and what he should do in order properly 
i) discharge the one and take advantage of the other. 

The program for the meeting at Cincinnati is at- 
active and indicates the sympathy and co-operation of 
nen in important positions who are to speak. We con- 
watulate the association on its success and wish it more 
if the same. It is a much needed agency, with great 
possibilities for good. It is based on sound principles. 
\ll that is necessary for it to accomplish its highest 
ad is wise leadership and earnest co-operation on the 
art of the traffic clubs. 


RECAPTURE OF EXCESS EARNINGS 


OONER or later Congress will have to deal with the 
. problem created by injection into the transportation 
at of 1920 of the requirement that railroads pay to the 
wvernment one-half of net railway operating income in 
acess of 6 per cent on the value of their properties, as 
ietermined by the Commission. In view of the legislative 
ituation in the present Congress, however, it is not 
vithin the range of probabilities that anything will be 
jone in the near future. In the meantime, the Commis- 
ion must go forward in its attempts to administer the 
law. 

This part of the transportation act imposes a heavy 


wurden on the Commission. If valuation of the railroads » to pay the government more than the cost of money in 


fr recapture purposes were not required, the regulat- 
ing body would be relieved to a considerable extent. It 
uw is planning, if the money therefor is provided by 
(ongress, greatly to increase its force of employes in 
irder to push the recapture work. It is confronted with 
i task that will take years to complete. 

If and when the Commission reaches the point where 
itcan order railroads to pay excess income on the basis 
if valuations found by it—and its methods of ascertain- 
ing value and related matters have been approved by 
the courts—there is little question but that Congress 
vill be urged at least to revise the recapture provisions. 
The argument has been made that the law is not fair to 
the railroads in that it requires recapture on an annual 
tasis—that is, a railroad may have excess income this 
year and be required to give it up and next year it may 
‘uffer a deficit. 

Short line railroads already have urged Congress 
0 amend the recapture provisions by exempting them 
om their operation. In that connection it has been 
btoposed that excess earnings be recaptured on a three- 
year or five-year basis. If a railroad had excess earn- 
ings for a period of three or five years, it would have 
0 pay, but not otherwise. Such a provision, it has been 
argued, would be fair if the recapture idea is to be re- 
lained permanently. A railroad might have a prosperous 
year in 1930 and meet with reverses in 1931 and 1932. 
Under a three-year recapture basis, it would not have to 
eve up the excess earned in the first year. 
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As heretofore noted, short lines have asked Congress 
to exempt them from operation of the law. Hearings 
have been held before congressional committees ‘but no 
final action by Congress has been taken. The point has 
been made that it is almost impossible to draft legislation 
that will exempt a certain class of railroads and not 
discriminate against other railroads. The short lines 
would welcome a revision that would require that the 
excess be computed on a three-year or five-year basis. 

Whether any use ever will be made of the money that 
has been and will be recaptured by the Commission is 
another question. Conditions have changed materially 
since the recapture provisions became law. There ap- 
peared to be need at the time they were enacted for gov- 
ernmental aid to stimulate the credit of weak lines. 
Congress said the general railroad contingent fund to be 
built up through recapture of excess earnings “shall be 
used by the Commission in furtherance of the public 
interest in railway transportation either by making loans 
to carriers to meet expenditures for capital account or 
to refund maturing securities originally issued for capital 
account, or by purchasing transportation equipment and 
facilities and leasing the same to carriers. . . The Com- 
mission shall also prescribe the security to be furnished, 
which shall be adequate to secure the loan. All such 
loans shall bear interest at the rate of 6 per centum per 
annum, payable semi-annually to the Commission.” 

Railroads generally now finance their needs at less 
than 6 per cent, and it is not supposed they would desire 


private markets. There might be some incentive for a 
railroad to borrow money from the government at less 
than the going rate in private business but there is none 
when the rate of the government is higher. 

In any event, the necessity for governmental aid to 
railroads in the way of loans no longer exists. The gen- 
eral railroad contingent fund has yet to be used for the 
purposes Congress intended when it provided for it in 
1920. Certainly, there is no need now for the Com- 
mission to buy transportation equipment and facilities 
and lease them to carriers. 

These considerations and others point to necessity 
for action by Congress with respect to recapture of excess 
earnings. Probably something will be done about it in 
the next decade. 


ANOTHER FORD JOKE 


“According to Florida dispatches, Congress is rebuked by 
Henry Ford,” said Alba B. Johnson, president of the Railway 
Business Association, national organization in the railway equip- 
ment and material industry, “for letting prohibition occupy its 
attention to the neglect of reduction in freight rates. The 
American people, ‘including myself, admire Mr. Ford and enjoy 
the Ford jokes. This is one of his merriest. There is never 
a failure in the crop of bills to reduce freight rates and valua- 
tions.. Senators appear bent on it if they have to overthrow 
the Supreme Court. As a tribunal on rates most Michigan ship- 
pers seem to prefer the Interstate Commerce Commission to 
Congress. Though, when he owned a railroad, the Commission 


used to prod Mr. Ford for answers to the letters which Congress 
requires of them, I wonder whether in his heart he would rather 
have the price of his own product determined by a commission 
or Congress if, like freight-rate-fixing, this were governmental. 

“After many months’ study of the rate situation, we are 





PAGE 692 





told, Mr. Ford thinks railway profits are ‘unjust and exorbitant.’ 
Some years ago Mr. Ford bought a railroad. After advising 
the other roads to witness and adopt his. methods of manage- 
ment, he invited them to concede his line a larger share of 
through rates, which did not appeal to them, and, having en- 
joyed profits far from exorbitant, he sold. Would he now rec- 
ommend securities of the average railroad to fiduciary trustees 
as an investment? 

“The Railway Business Association has been studying the 
rate situation not merely for many months but for 22 years. 
We never discuss particular rates and rarely the rate level— 
usually then only to propose that yardsticks be sought. Since 

‘ the legislation of 1920 we have observed the trend, hoping for 
realization of the income prescribed by Congress as au aim 
of rate regulation. We have seen traffic and earnings diverted 
to waterways and highways while billions of capital flowed into 
railway improvements and rates went incessantly down. As 
such a juncture, in a business recession, the roads are re- 
cruited to help restore general prosperity with a 1930 program 
of 4% billions for wages and purchases and 1,100 millions for 
capital improvements. 

“Mr., Ford announces a new diet to prolong his vigor. We 
hope he will live to be a 100. We think it is time for a change 
of diet to prolong the vigor of the railroads. We are writing 
chambers of commerce throughout the country proposing that 
they declare for a holiday from railway revenue reductions.” 


SULPHURIC SENSE OF HUMOR 


(Bulletin of Railway News and Statistics) 


On March 4 the Commission made public its final recapture 
of excess earnings by the Brimstone Railroad and Canal Com- 
pany for 1921-1925, inclusive, amounting to $260,435.61, less $42,- 
642.21. The report finds that there was no excess income in 
1926, 1927, or 1928, but it contains no mention of the usual 
dissent by Commissioner Eastman, who was probably choking 
with excess merriment over collecting blood money out of a 
soulless corporation, whose profits were registered in appropriate 
red: ink. 

The ruddy story of the tribulations of Brimstone, as told 
in the Commission’s statistics for 1928, is as follows: 
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In 1926 Brimstone reported a net deficit of $66,000 and 
$92,996 in 1927. Is it any wonder Brimstone has filed a petition 
for abandonment of its use as a railroad? 

Thus is recalled the saying of the Scripture, “from him that 
hath not shall be taken even that which he hath.” 


R. R. CAPITAL EXPENDITURES 


Capital expendittures made by the Class I railroads in 1929 
for new equipment and additions and betterments to property 
used in transportation service totaled $853,721,000, according to 
complete reports for the year received from the rail carriers by 
the Bureau of Railway Economics. 

“This was the largest amount expended for such purposes 
in any year since 1926, when capital expenditures totaled 
$885,086,000,” says the bureau. “Capital expenditures in 1929 
were greater by $177,056,000 than in 1928 and greater by $82,- 
169,000 than in 1927. 

“Unexpended authorizations representing physically uncom- 
pleted work were carried over into 1930 from 1929 to the amount 
of $624,310,000, the largest amount of carry-over found on the 
books of the railroad companies on any January 1 on record. 
The projects included under these authorizations for $624,310,000 
of capital expenditure will be carried to completion as rapidly 
as possible during the current year, along with additional proj- 
ects that will be authorized between now and the end of the 
year. The amount of the additional authorizations, however, 
cannot be estimated at this time. 

“Of the unexpended authorizations carried over into 1930 
$183,908,000 was for equipment and $440,402,000 for roadway 
and -struetures. In both instances, the amounts represent the: 


largest: amount of unexpended authorizations from physically 
uncompleted work ever carried over from one year to another. 
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“Capital expenditures during the final quarter of 1999 
amounted to $279,901,000, compared with $176,498,000 during the 
corresponding. three months of 1928. This was an increase of 
$103,403,000, or 58.6 per cent. Expenditures for new equipment 
totaed $110,617,000, compared with $58,334,000 in the fina] quarter 


of 1928, an increase of 89.6 per cent. Expenditures for improve. | 


ments to roadway and structures amounted to $169,284,000, com. 
pared with $118,164,000 in 1928, an increase of 43.3 per cent 

The amount of capital expenditures devoted in 1929 to pur. 
chase of equipment was $321,306,000, compared with $224,301 09 
in 1928. This was an increase of $97,005,000, or 43.2 per cent 
above the preceding year. 

“Roadway and structures expenditures aggregated $539. 
415,000, compared with $452,364,000 in 1928, or an increase of 
$80,051,000, or 17.7 per cent. 

“Capital expenditures made in 1929 for locomotives amounteq 
to $70,660,000, compared with $51,501,000 made in 1928. For 
freight cars, expenditures amounted to $191,917,000, compared 
with $116,549,000 in 1928. For passenger cars, capital expendi 
tures in 1929 amounted to $38,670,000, compared with $41,215,000 
in the preceding year. For other equipment, capital expendi. 
tures amounted to $20,059,000, compared with $15,036,000 in 1998 

“Capital expenditures for additional track in 1929 amounted 
to $129,148,000, compared with $116,494,000 in 1928. For heavier 
rail, expenditures totaled $46,862,000, compared with $47,192,000 
the year before. For shops and engine houses, including ma- 
chinery and tools, expenditures totaled $36,561,000, compared 
with $24,324,000 in 1928. Expenditures for additional ballast 
showed an increase, from $15,748,000 in 1928 to $17,049,000 in 
1929. For all other improvements, $302,795,000 were expended 
during the past year compared with $248,606,000 in 1928. 


“Capital expenditures made each year since the close of | 


federal control in 1920 follow: 
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853,721,000 
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“Capital expenditures during the ten-year period aggregated 
seven and one-half billions of dollars, or $750,000,000 per year. 
Expenditures during 1929 exceeded this average by $103,000,000 
and were exceeded by the expenditures of only three previous 
years—1923, 1924 and 1926.” 


O’FALLON RECAPTURE CASE 


Additional testimony is to be taken by the Commission in 
the O’Fallon recapture case in order to arrive at a proper de 
termination of the amount of excess income of the St. Louis & 
O’Fallon Railway Company and the Manufacturers’ Railway 
Company for the periods from March 1, 1920, to December 31, 
1923, inclusive. ‘These are the periods involved in the recap- 
ture case in which the Commission was held by the Supreme 
Court of the United States not to have given weight to cost 
of reproduction in determining the value of the O'Fallon for 
recapture purposes. 

The Commission also will take testimony for the further 
periods January 1, 1924, to December 31, 1927, inclusive, as to 
the excess income of the two roads. 

The entire proceedings have been assigned for hearing May 
5 before Examiner Folsom at Washington. 


HOCKING VALLEY VALUATION 

A final value, as of June 30, 1917, of $33,460,000 on owned 
and used property of the Hocking Valley Railway Company has 
been announced by the Commission, division 1, in Valuation No. 
904, 29 Val. Rep., 321-430. Used but not owned property was 
valued at $1,028,123, and owned but not used, $421. The report 
also embraces the properties of the Wellston & Jackson Belt 
Railway Company and of the Pomeroy Belt Railway Company. 
Owned but not used property of the Wellston was valued at 
$398,000 and owned but not used property of the Pomeroy at 
$628,000, both as of June 30, 1917. 


LOCOMOTIVE INSPECTION SALARIES 


Senator Couzens, of Michigan, has introduced S. 3845, 4 pill 
to.amend the locomotive boiler inspection act so as to — 
the salaries of the chief inspector, assistant chief inspector 42 
district’ inspectors. An identical bill. (H. R. 9889) was intro 


duced in the House recently. (See Traffic. World, Feb. 22, P. 516.) 
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Current Topics in 
Washington — 








Directors of the Piedmont. and North- 
ern, according to a newspaper dispatch 
from Greenville, S. C., have voted to go 
ahead with their plans to extend that rail- 
road, regardless of the fact that the Com- 
mission has decided that it is not an elec- 
ic interurban railroad such as is exempted from the duty of 
obtaining a certificate of convenience and necessity as a con- 
jition precedent to extension. The Supreme Court of the United 
states, adhering to the rule laid down in the Procter and Gamble 
ase (225 U. S. 282; 32 S. Ct. Rep. 761), that negative orders 
of the Commission are not subject to review by the courts, 
reversed the lower court and directed dismissal of the bill 
prought by the Piedmont and Northern, filed so as to obtain a 
curt decision on the question whether it was or was not an 
interurban electric. (See Traffic World, March 1, p. 567.) 

Work on the line from Spartanburg, S. C., to Gastonia, 
\.C., is to be begun at once. That will be equivalent to denial 
of the legality of the Commission’s order and an invitation to 
itto go to court about the matter. Only by spending its money, 
m the theory that it is an exempt interurban line, can the 
railroad bring about a justiciable cause. To a layman, that 
sems like a waste of money, but the Supreme Court is con- 
stent. Congress, it has been suggested, is subject to just 
iticism for having enacted, in the first place, so uncertain a 
statute as the convenience and necessity part of it in its rela- 
tion to interurban electric roads, and, in the second place, for 
having, for years, ignored the fact that there is an amazing 
weertainty about the law. 


piedmont and 
northern Decides 
to Take the Risk 





This week they buried William 
Howard Taft, in Arlington, the national 
cemetery, care of which was in his 
hands while he was Secretary of War 
and in those of his father when the 
latter was Secretary of War. Histori- 
tally, of course, Taft is and probably always will be unique, in 
that he was the chief of each of the two branches of the gov- 
_— of the United States that can be headed by an indi- 
vidual, 

But it was not of him as a figure in the history of the world 
hat many preferred to think. They thought of him as the man 
vho could not unbend because he had never stiffened. They 
thought of him as one always human, not only to his friends 
aid friendly acquaintances, but to the painter who dropped his 
tush and asked tne Chief Justice of the United States to pick 
tup for him, which the Chief Justice did. 

It was more comforting to his friends and friendly acquaint- 
dices to think of his breaking off a talk with Lord Willingdon, 
Governor-General of Canada, heartily to welcome into the house 
Roy T. Vernon, Washington correspondent of the Chicago Daily 
News, and his wife when he saw them at the door, and then 
‘ling the representative of King George he wanted to present 
‘ Washington correspondent and his wife ‘“‘aamong my friends of 
ng standing and intimacy.” True, perhaps, those friends and 
friendly acquaintances should dwell on his many services to 
hig country, but it is more satisfying to remember William 
Howard Taft, then Secretary of War, lumbering on the side- 
valk on the western edge of Jackson Park, a few steps from 
the White House, taking note of one of those friendly acquaint- 
alees gazing longingly at the pleasing old mansion that had just 
‘eased being the Brazilian embassy. 

Hey, Shorty, what’re you thinking of; a little second story 
vork?” sang out the man who then already had a well developed 

m for the office to which he was elected in 1908. It was 
mtg Pleasing to think of his crossing over to where “Shorty” 
a standing and talking for nearly an hour about places where 
me might take pleasure in living, how to keep the wooden 
ors in good condition, how “Will” Taft worked as court re- 
a for the old Cincinnati Commercial Gazette, and homely 
th ngs of that sort, than about the so-called great problems of 

e day, all of which are still here, while Taft is not. 

fed It gives more comfort to the men and women before classi- 
; to think of the emotion shown by a really great man when 
s attended the funerals of “Eddie” Hood, for years the repre- 
Mative of the Associated Press who “covered” the State De- 


Wiliam Howard Taft 
Most Human of 
Human Beings 


The Traffic World 





PAGE 693 








partment, who, notwithstanding the diminutive to which his first 
name was reduced, was of large stature, and Gus J. Karger, 
who, as reporter for Volksfreund or some other German language 
paper in Cincinnati, was a fellow reporter with Taft, and later 
Washington correspondent for the Cincinnati Times-Star, the 
late Charles. P, Taft’s. newspaper. 

William Howard Taft held no bitterness on account of his 
defeat for a second term. He never did want to leave the ju- 
dicial department of the government for the executive. Only the 
insistence of his friends, McKinley and Roosevelt, made him 
take a transfer. The small number of votes he got in 1912 was 
as much of a joke to him, in recent years, as the fact that 
Associate Justice Oliver Wendell Holmes was shot in the heel 
while he was a captain in the union army in 1863 has been 
and is to Justice Holmes, 89 years old the day William Howard 
Taft died. Holmes always puts that into his biography. The 
late Chief Justice always got a laugh out of the fact that Ash- 
mun Brown, Washington correspondent of the Providence 
Journal, and a few other correspondents who supported him in 
1912, referred to each other as “robbers” and porch climbers. 
That is what supporters of Roosevelt in that year called those 
who had supported Taft in the Republican convention. His own 
inclination to laugh at the small support he received in 1912 
made him relish any joke, from a friend, based on that fact. 

A short time before Karger’s death the two Cincinnatians 
met at a party of the Ohio Society. 

“Why, Gus, are you from Ohio?” inquired Taft in mock 
seriousness. 

“I’m the other fellow who voted for you in Ohio in 1912,” 
retorted Karger. 





Death of the retired Chief Justice 
and Justice Stanford on the same day 
is a fact not often to be found in so 
small a body as the highest tribunal 
on earth. In fact, even so large a 
body as Congress is seldom subjected 
to such sorrow. The going of those jurists on the same day 
calls attention to the fact that Jj'ustice Holmes, 89 years old, 
Van Devanter, 71, and Brandeis, nearly 74, are eligible to retire 
whenever they feel inclined to give up active work. They have 
served more than ten years and have passed three score and 
ten. Justice Sutherland, who has served eight years and is 68 
years old, is not regarded as a robust man. But, what, in view 
of the sudden and wholly unthought of death of Justice San- 
ford, does it signify to classify a man as robust or otherwise? 
Sanford, not 65 when he died, had a look that, to the eye, meant 
many years of service. 

If there ever comes a time when snarls such as were heard 
in the Senate when Chief Justice Hughes’ nomination was 
“debated” are justified, it is suggested, it will be the fault of 
the man and not of the system that furnishes the justification. 
The court, a body created by the people to settle their honest 
disputes about life, liberty, and the pursuit of happiness (which 
last means, to most men, accumulation of enough property to 
maintain themselves and their families, instead of having them 
settled by private wars) is composed of men whose annual 
salaries, while much less than. many of them earned while they 
were practicing law, are enough to allow them to live in com- 
fort, without diminution, throughout their lives. Within the 
scope of their duties they have no superiors. The same is true 
of Congress and of the President. They are the head servants 
of the people in their department. If such a tenure of office 
as the justices have will not make a man give his best judgment 
on a dispute, it might be suggested, there is no way to obtain 
such a thing. 


Three Supreme Court 
Justices Eligible 
to Retire 





There is an inclination among many 
to doubt the wisdom of the proposal, 
in the Parker bus bill (H. R. 10288), 
to lodge in the hands of the Commis- 
sion the power to grant or withhold 
certificates of public convenience to 
operate motor carriers—that term covering both common car- 
riers by motor vehicle and charter carriers by motor vehicle. 
It is pointed out that section 15a makes the Commission the 
guardian of the money health of the railroads. When a man 
who wants to establish a bus line, the Commission, according 
to the bill, is to be the body that will hold even the scales of 
justice as between the -bus line and the Commission’s ward, 
the railroad that would have to withstand the competition of 
the bus line, if authorized to operate. The suggestion is that, 
naturally, the Commission would lean toward the railroad. 

In the days-when the railroads were coming up as com- 
petitors of the canals, canal boat lines asked for and sometimes 
obtained divisions out of the rates charged by the railroads even 
when the boats performed no service for the railroad or shipper 
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other than that of being there reddy to serve. No railroad, so 
far as known, has asked for such divisions from bus lines. 
It is believed, however, that such a demand from them would 
be based on better moral grounds than those put forward by 
the canal lines. Railroads pay taxes used in the construction 
of some highways on which are operated busses and trucks 
that take money from them in the sense of carrying passengers 
and property that the railroads might otherwise obtain. It 
would be not unnatural for the Commission to suggest that, if 
a bus line were needed to operate along a railway, the railroad 
should have the opportunity to furnish the additional facilities 
of transportation, rather than a complete stranger in trans- 
portation in the particular territory. 

But that is no more than the Commission has done in re- 
spect to proposals to establish new rail lines in territory that 
could be served by branches of an existing railroad. 





President Hoover, seemingly, made 
a tactical blunder within the last ten 
days by telling what surveys of the un- 
employment situation being conducted 
by Secretaries Lamont and Davis, of 
the Departments of Commerce and La- 
bor showed. The showing evoked jibes from some senators. 
The senators poked fun at the curves and graphs in which 
engineers indulge. 

It is always dangerous to speculate what there is or is not 
in the head of a senator. Some show surprisingly much knowl- 
edge about some things and others cause wonder as to whether 
they know of the thousands of books that have been written 
on certain subjects. A non-engineer frequently wonders why 
engineers make so many dodaddles and whadoodles on crazily 
ruled paper. But it is a fact that every big organization plots 
curves and graphs and makes surveys. In fact, all energies are 
devoted to “make” this, that, or the other estimate for a given 
period. At least, those who make them have faith that they 
are guiding posts. 

Senators do the same things with election figures. They 
are not so elaborate in their productions as professional engi- 
neers. Always, however, in the back room of every political 
office, there is a man of figures telling the men out in front 
that they are falling down or doing better than was expected 
of them. Undoubtedly, President Hoover,. being an engineer, 
believes in surveys, estimates, and so forth. But because the 
political senators don’t call their own calculations curves, graphs, 
and other terms familiar to engineers, they believe it is all 
“hooey” or something of that sort that comes from the White 
House. 

The index of employment, one of the despised curves, in 
October, 1929, was 98.3. The index dropped to 86.0 on Decem- 
ber 30, 1929. The index increased to 92.8 on February 17, 1930. 
Between October and December 30 there was a decrease of 12.5 
per cent. Between December 30 and February 17 there was an 
increase of 7.9 per cent.—A. E. H. 


Senators Indulge in 
Jibes at Hoover 
Curves and Surveys 


RAILROAD EARNINGS 


The net railway operating income of the Class I railroads 
in January amounted to $55,454,416, which for that month was 
at the annual rate of return of 3.98 per cent on their property 
investment, according to reports filed by the carriers with the 
Bureau of Railway Economics. In January, 1929, their net rail- 
way operating income amounted to $77,175,935 or 5.71 per cent 
on their property investment. 

“Property investment,” continued the bureau, “is the value 
of road and equipment as shown by the books of the railways, 
including materials, supplies and cash. The net railway operat- 
ing income is what is left after the payment of operating ex- 
penses, taxes and equipment rentals but before interest and 
other fixed charges are paid. 

“This compilation as to earnings in January is based on 
reports from 177 Class I railroads representing a total mileage 
of 242,370 miles. 

“Gross operating revenues for the month of January 
amounted to $451,190,494 compared with $487,462,520 in January, 
1929, or a reduction of 7.4 per cent. Operating expenses in Jan- 
uary this year totaled $356,488,702 compared with $369,737,660 
in the same month last year, or a reduction of 3.6 per cent. 

“Class I railroads in January paid $29,682,869 in taxes, a 
reduction of $1,718,988 or 5.5 per cent below the same month 
last year. 

“Thirty-seven Class I railroads operated at a loss in January, 
of which twelve were in the Eastern, three in the Southern and 
twenty-two in the Western district. 

“Net railway operating income by districts in January with 
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the percentage of return based on property investment on 4, 
annual basis follows: 







New England Region 7.039, 
Great Lakes Region..... 68,199 4.509, 
Central Eastern Region.. 461% 
Pocahontas Region 80,356 9.719, 
Total Eastern District 206,539 5.384, 
Total Southern District..........ssseeeeees 7,581,150 3.19% 
IROTEROORIIE TRIO occ ccccccsccscecccesececes 20,713 1.004% 
Camteel WORSE TOBIOIR. occ cccccccccccccccocces 9,453,300 3.364; 
oe = —Eeer eee 4,292,714 2.63% 
TOthl WeRteER DIstFIct....ccccccscccocccceses 14,666,727 2.73%, 
United States .....c.ccccccccccccccccccccees $55,454,416 3.98%, 


Eastern District 


“The net railway operating income of the Class I railroads 
in the Eastern district in January was $33,206,539 which was 
at the annual rate of return of 5.38 per cent on their property 
investment. For the same month in 1929, their net railway 
operating income was $41,063,964 or 6.87 per cent on their prop- 
erty investment. Gross operating revenues of the Clasg | rajj. 
roads in the Eastern district in January totaled $230,402,732, , 
decrease of 6.1 per cent under the corresponding period the year 
before, while operating expenses totaled $178,634,136, a decrease 
of 3.6 per cent under the same period in 1929. 


Southern District 


“Class I railroads in the Southern district in January had a 
net railway operating income of $7,581,150, which was at the 
annual rate of return of 3.19 per cent on their property invest. 
ment. For the same month in 1929, the net railway operating 
income amounted to $10,663,951, which was at the annual rate 
of return of 4.57 per cent. Gross operating revenues of the 
Class I railroads in the Southern district in January totaled 
$59,591,383, a decrease of 7.3 per cent under the same month in 
1929, while operating expenses totaled $47,389,567, which was a 
decrease of 2.9 per cent under January last year. 


Western District 


“Class I railroads in the Western district in January had a 
net railway operating income of $14,666,727, which was at the 
annual rate of return of 2.73 per cent on their property invest- 
ment. In January, 1929, their net railway operating income was 
$25,448,020, which was at the annual rate of return of 4.89 per 
cent on their property investment. Gross operating revenues 
of the Class I railroads in the Western district in January 
totaled $161,196,379, a decrease of 9.4 per cent under January, 
1929, while operating expenses totaled $130,464,999, a decrease of 
3.8 per cent compared with the same month last year.” 

CLASS I RAILROADS—UNITED STATES 
Month of January 


1930 1929 
Total operating revenues........cecsceseee $451,190,494 $487,462,520 
Total operating eEXPeNnses.........seeseeees 356,488,702 369,737,660 
(eer Disa Cesebeeehesedeeeswanewne 29,682,869 31,401,857 
Net railway operating income...........e. 55,454,416 77,175,935 
Operating ratio—per cent........ eecscece ewe 79.01 15.85 
Rate of return on property investment.... 3.98% 5.71% 


ANTIKNOCK COMPOUND CARS 


Shippers of ethyl brand of motor fuel antiknock compound 
have suggested to the Commission that it issue regulations for 
the movement of that commodity more stringent than now [¢ 
quired. In compliance with their request, Director Bartel, of 
the Commission’s bureau of service, has added what they sug: 
gest to his memorandum of February 24 (see Traffic World, 
March 1, p. 566) of proposed changes in the regulations goverl- 
ing the shipment of explosives and other dangerous articles. 

Unless objections are filed within 20 days, from March 12, 
the Commission, according to a notice by Mr. Bartel, will cor 
sider the adoption of the proposed change. He says it may 
temporarily suspend action if there is objection, pending the 
next hearing on proposed changes in the regulations. 

In their petition for the change the shippers of the ethyl 
brand of antiknock compound say they desire to attain perfec 
tion in the shipment of the compound by using only such tank 
cars and containers as will assure those handling the compoul 
from contact with it. As to the tank car to be used in shippiné 
the compound in carloads, they suggest a tank car made in a& 
cordance with specification No. 105A300 instead of specification 
No. 103. The present regulation on the subject permits the 
use of No. 103. Specification No. 105A300 calls for a heavier, 
hammer-weld car without bottom outlet. The shippers wall 
to avoid the possibility of the compound touching the hands 
of those who open outlets such as would be created by the 
use of a bottom outlet car. By using a hammer-weld car the 
possibility of leakage is greatly lessened if not wholly destroyed. 

They also suggest extremely rigid specifications for contail: 
ers less than tank car capacity if and when they desire to sbi? 
in smaller quantities. 
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Decisions of Interstate Commerce Commission 





OIL TO SOUTH DAKOTA 


The Commission, by division 3, in No. 21248, Legel Oil & 
gas Co. et al. vs. C. & N. W. et al., has found rates on petroleum 
oducts from points in the midcontinent fields and Wyoming 
destinations in South Dakota, generally, not unreasonable or 
yherwise unlawful. Exceptions, however, to that general find- 
ag have been made and an order has been issued requiring 
the carriers to revise their rates not later than June 4, so as to 
neet the objections set forth in the exceptions. 

A finding is that the rates from the midcontinent fields be- 
ween July 20, 1927, and June 14, 1928, were unreasonable to 
the extent they exceeded the basis prescribed in Codington 
founty Oil Co. vs. Santa Fe, 53 I. C. C. 234, that is, the lowest 
ombinations that could be constructed of the commodity rates 
Sioux Falls, S. D., Sioux City, Ia., or Pipestone, Minn., plus 
per cent of the fifth class rates beyond, in each instance the 
mtes to be used being contemporaneously in effect in the 
riod of movement. 

Another finding was that the rates from the midcontinent 
felds to Renner, Baltic, Dell Rapids, Trent, Egan and Flandreau, 
§D. were unreasonable and in violation of the fourth section, 
wd that the present rates to Dell Rapids, Egan and Flandreau 
we, and for the future will be, unreasonable, to the extent that 
the former exceeded and the latter exceed or may exceed the 
tes contemporaneously maintained by defendants on like traffic 
to Pipestone, Minn. 

A third finding was that the rates assailed from group 3 
in the midcontinent field to Milbank, S. D., were unreasonable 
0 the extent that they exceeded the lowest combination of 
intermediate rates, untreated by the combination rule, con- 
temporaneously in effect over the route of movement. 

The Commission said no proof was submitted as to paying 
o bearing of charges in the reparation period. It said the com- 
jainants should submit Rule V statements whereupon it would 
consider the entry of an order awarding reparation. 

The order for the future was entered in one of the large 
umber of cases joined with the title complaint, No. 21247, 
Brownell Corporation et al. vs. Santa Fe. The other complaints 
embraced in this report are seven sub-numbers of the title com- 
jlaint, all but the seventh being consecutively numbered namely: 
Avon Oil Co. et al. vs. St. Paul; Norbeck Co. et al. vs. C. & N. W.; 
Community Oil Co. et al. vs. C. & N. W.; Moody County Oil 
Co. et al. vs. St. Paul; Delmont Oil Co. vs. St. Paul; W. F. 
Price and E. J. Wight, co-partners trading as Clay County Auto 
& Oil Co. vs. St. Paul; and Farmers & Merchants Cooperative 
0il Co. vs. St. Paul et al., and No. 21397, Farmers Oil & Gas Co. 
ttal. vs. Santa Fe. 


FRESH MEATS 


In a report written by Chairman McManamy in No. 15474, 
Charles Wolff Packing Co. vs. Arkansas Western et al., the 
Commission on reconsideration has affirmed the finding in the 
previous report, 146 I. C. C. 141, in which the Commission 
brescribed reasonable and nonprejudicial rates on fresh meats 
aid packing house products in peddlar car quantities, from 
Topeka, Kan., to destinations in Oklahoma, Texas, New Mexico, 
Arkansas, and Louisiana. That decision was made by division 
l. The finding in that case was that the peddler car rates were 
aid would be unreasonable to the extent that they exceeded or 
might exceed the corresponding carload rates from Topeka to 
same destinations by more than 50 per cent in a case of fresh 
meats and 30 per cent in the case of packing house products. 


Upon petition of the railroads the case was reopened with 
the respect to the rates that had been prescribed. The carriers 
ed that the prescribed rates would result in undue prefer- 
fice to Topeka and undue prejudice to Wichita, Kan., Oklahoma 
City, Okla., Fort Worth, Tex., and Kansas City, Mo. The car- 
tiers further contended that the rule for computing distances 
Mescribed in the original report operated to deprive them of 
adequate compensation for the service performed over the route 
of movement. Chairman McManamy said they emphasized that 
ihe peddier car rates from the competing packing house points 
ere determined by the distance over the routes actually used. 
® Commission said that while some changes might be neces- 
rtd to harmonize the peddlre car rates from competing packing 
ouse points in this territory it did not feel that it would be war- 
ve on the present record in modifying the findings of divi- 
“on 1, which it said rested upon rates so recently approved by 


it in Meats and Packing House Products, 136 I. C. C. 651. The 
chairman said the Commission was also of the opinion that no 
modification should be made for the computing of distances. 


RATTAN, PAPER FABRIC, ETC. 


A revision of ratings on rattan and closely related articles 
is to be made in the three classification territories not later than 
June 2, in accordance with a number of findings by the Com- 
mission, division 3, in No. 19921, Heywood-Wakefield Co. vs. 
Ann Arbor et al., No. 20101 and No. 19931, Same vs. Same. 
The Commission found that the allegations of undue prejudice 
in connection with the ratings assailed had not been sustained. 
Its further findings follow: 


We further find that, limited to packages not exceeding 12 feet 
in greatest dimension, the less-than-carload ratings on rattan in 
the official, southern and western classifications are and for the 
future will be unreasonable to the extent that they exceed or may 
exceed third class; that as to rattan in longer packages, the less- 
than-carload ratings in those classifications are and for the future will 
be unreasonable to the extent that they exceed or may exceed second 
class; and that the carload ratings on rattan, without reference to 
the size of the packages, are and for the future will be unreasonable 
to the extent that they exceed or may exceed fifth class in the 
official, sixth class in the southern, and fifth class in the western 
classifications, the carload ratings to be subject to a uniform mini- 
mum weight not exceeding 30,000 pounds, graduated under classi- 
fication Rule 34, 

We further find that confined to packages not exceeding 12 feet 
in greatest dimension, the less-than-carload ratings in the official, 
southern and western classification on rattan reeds and rattan splints 
are and for the future will be unreasonable to the extent that they 
exceed or may exceed second class; that as to longer packages, the 
less-than-carload ratings on rattan reeds or splints in those classi- 
fications are not unreasonable; that the carload ratings in the offi- 
cial, southern and western classifications on rattan reeds are and 
for the future will be unreasonable to the extent that they exceed 
or may exceed Rule 26 in the official, fourth class in the southern, 
and fourth class in the western classification, subject to a uniform 
minimum weight not exceeding 24,000 pounds, graduated under classi- 
fication Rule 34; that the carload rating in the southern classifica- 
tion for rattan splints is not unreasonable; but that the carload 
rating in the official and western classifications for rattan splints 
are and for the future will be respectively unreasonable to the 
extent that they exceed or may exceed Rule 26 and fourth class, 
subject to a minimum weight which shall be uniform in the three 
oy - aaamm and shall not exceed 24,000 pounds, graduated under 

ule 34. 

We further find that the any-quantity ratings in the three 
classifications on cane webbing, the less-than-carload ratings in the 
three classifications on woven paper fabric, and the carload rating 
in the official classification on woven paper fabric are not unreason- 
able; but that the carload ratings on woven paper fabric in the 
southern and western classifications are and for the future will be 
unreasonable to the extent that they exceed or may exceed fifth 
class and class A, respectively, the carload ratings to be subject to 
a minimum weight which shall be uniform in the three classifications 
and shall not exceed 36,000 pounds, graduated under classification Rule 
34. Since the ratings here condemned are of long standing and the 
ratings to be prescribed in their stead are conditioned upon the 
establishment of higher carload minimum weights and restrictions 
on the length of packages which have not heretofore existed, we 
find that none of the ratings assailed has been unreasonable in the 
past. 


CENTRAL TERRITORY STEEL 


Adhering to its adjustment of rates on iron and steel made 
in No. 17000, part 6, Hoch-Smith iron and steel, 155 I. C. C. 517, 
the Commission has dismissed No. 17413, Keystone Steel & Wire 
Co. vs. C. & A. et al., finding rates on iron and steel articles, 
from and to designated points, principally in central territory, 
not unreasonable or otherwise unlawful. It said that no findings 
or order for the future were necessary because of the conclu- 
sions and determinations in the Hoch-Smith case. 

This report includes No. 17665, Manufacturers’ Traffic Bu- 
reau for Auto Specialties Manufacturing Co. et al. vs. B. & O. 
et al.; No. 17885, Michigan Malleable Iron Co. vs. Michigan 
Central; No. 18005, Grabler Manufacturing Co. vs. N. Y. C. & 
St. L. et al.; No. 18236, Holland Furnace Co. vs. E. J. & E. 
et al.; No. 18402, W. J. Holliday & Co. vs. E. J. & E. et al.; 
No. 20261, Fletcher Enamel Co. et al. vs. B. & O. et al.: No. 
20533, Topedo Pipe Threading Machine Co. vs. N. Y. C. et al.; 
No. 21140, Muncie Foundry & Machine Co. et al. vs. C. & O. 
et al.; No. 21167, Hoosier Iron Works vs. Detroit & Toledo 
Shore Line et al.; No. 21460, Terre Haute Malleable & Manu- 
facturing Co. vs. C. & E. I. et al. 

With the exception of some informal complaints, the Com- 
mission said that all the complaints were filed after March 12, 
1925, the day on which it instituted the Hoch-Smith iron and 
steel case. All were filed. the report further said, after the 
decision in Jones & Laughlin Steel Corporation vs. B. & O., 96 
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I. C. C. 682, rates prescribed in which became effective May 29, 
1926. 

Compainants in these cases, the report said, generally, 
sought reparation and rates for the future based on the J. & L. 
scale. The complainant in that case, the report said, did not 
seek reparation. Generally, it said, the complaints assailed the 
fifth class rates applicable from and to points not within the 
territorial scope of the Jones & Laughlin case. Seventeen of 
the cases were made a part of the Hoch-Smith investigation, said 
the report. 

In accordance with the views expressed in the Hoch-Smith 
case, the Commission found that the rates assailed were not 
and are not unreasonable or otherwise unlawful. 

Commissioner Woodlock concurred in the result. Commis- 
sioner Brainerd dissented, largely, he said, for the reasons stated 
by him in the Detroit Steel Corporation case, elsewhere in this 
issue. Commissioner Lewis joined with him. Commissioner 
Lee did not participate in the disposition of these cases. 


KAW VALLEY POTATO REPARATION 


A basis for reparation on potatoes, other than sweet, from 
the Kaw valley in Kansas to destinations in Oklahoma and Texas 
has been established in No. 21249, Williams & Haney et al. vs. 
Abilene & Southern et al. The rates were found unreasonable 
in Boyle American Potato Co. vs. Santa Fe, 153 I. C. C. 489, and 
reparation was awarded, in that case to the basis of rates pre- 
scribed in the Memphis-Southwestern Investigation but rates for 
the future were prescribed on the basis of column 27.5 rates of 
the southwestern revision. Reparation only was sought in 
this case. The carriers opposed reparation, but the Commission, 
by division 3, said that the record did not warrant departure 
from its findings in the Boyle American Potato Co. case, before 
mentioned. It made findings in this case as follows: 


We find that the rates assailed were unreasonable to the extent 
that those to destinations in Oklahoma exceeded rates which would 
result from the application of the distance scale prescribed on po- 
tatoes in the Memphis-Southwestern Investigation, except to Altus; 
the rate to Altus exceeded 54 cents; and the rates to destinations in 
the Texas groups described in appendix A (not herein reproduced) 
exceeded the following: 57 cents. to destinations in the northeast 
Texas group; 61.5 cents to destinations in the Dallas-Fort Worth 
group; 68 cents to destinations in the Texas commonpoint group; 
74 cents to destinations in Texas differential territory south of the 
Texas & Pacific, other than points west of Alpine on the Texas & 
New Orleans, and other than points on the Pecos Valley Southern; 
78 cents to destinations in Texas differential territory on the Texas 
& New Orleans west of Alpine to but not including Sierra Blanca; 
71.5 cents to destinations in Texas differential territory on the Texas 
& Pacific west of ote, on the Pecos Valley Southern, and on the 
Panhandle & Santa Fe from and including Pecos north to the New 
Mexico state line; and 67.5 to destinations in Texas differential 
territory on and north of the Texas & Pacific, other than as de- 
scribed above. 

We further find that complainants, Williams & Haney, B. A. 
Salyer Produce Co., L. H. Frisbie, and John W. Taylor, and inter- 
veners, Murphy & Wilcox, and Russel Wilcox, made shipments as 
described and paid and bore the charges thereon; that they have 
been damaged and are entitled to reparation, with interest, in the 
amount of the difference between the charges paid and those which 
would have accrued at the rates herein found reasonable. These 
complainants and interveners should comply with Rule V of the Rules 
of Practice. 

No evidence was introduced showing that other complainants 
made any shipments or paid and bore the charges thereon. These 
complaints seek an opportunity to prove such facts by affidavit if 
agreeable to defendants, and, if not, to have this case set down for 
further hearing. Defendants have objected to proof by affidavit. No 
sufficient reason has been shown why these complainants did not 
offer such evidence at the hearing.- Therefore, reparation is denied 
these complainants. 


STEEL TO AND FROM MICHIGAN 


The Commission, in a report written by Commissioner 
Farrell, in No. 20619, Detroit Steel Corporation et al. vs. A. C. 
& Y. et al., has found the fifth class rates on iron and steel 
articles, from points in Pennsylvania, West Virginia, Ohio, 
Indiana and Illinois to Detroit, Mich., not unreasonable in the 
past. It further found that the rates were unduly prejudicial 
to complainants and interveners to the extent that the com- 
plainants and interveners had been compelled to pay fifth class 
rates “for the transportation of iron and steel articles to and 
from Detroit, while contemporaneously their competitors have 
been accorded by the defendant carriers commodity rates, for 
the transportation of like articles between points in official 
territory, which were lower than fifth class.” 

A still further finding was that no basis for reparation had 
been established by the record and reparation was therefore 
denied. 

Mr. Farrell said that no order for the future was necessary. 
The rates prescribed in No. 1700, part 6, 155 I. C. C. 517, the 
Hoch-Smith iron and steel case, he said, would result in reason- 
able rates for the future and remove any undue prejudice which 
had existed in the past. 

Michigan manufacturers, either selling iron and _ steel 
articles or using them as raw materials, Mr. Farrell said, alleged 
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that the rates from the states mentioned, to Detroit, Subse. 
quent to April 15, 1925, “are and for the future will be unrea- 
sonable, unjustly discriminatory and unduly prejudicia].” Pre. 
scription of reasonable, nondiscriminatory and nonprejudicia) 
rates for the future was requested; also reparation on Ship. 
ments after April 15, 1925, and pendente lite. 

Complainants and interveners, Mr. Farrell said, sought repa- 
ration to the basis of the rates prescribed in Jones & Laughlin 
Steel Corporation vs. B. & O., 96 I. C. C. 682, decided Aprij 1; 
1925, and rates for the future on a still lower basis. The rate; 
prescribed in the Hoch-Smith iron and steel case, which Mr. 
Farrell said would remove the undue prejudice, are higher jy 
many instances than the Jones & Laughlin rates. 

Complainants and interveners in this case, Mr. Farrell gaiq 
contended that the record in their case differed materially fron, 
that in the Hoch-Smith case. The report said that the Commis. 
sion thought it was correct to say that the records were alike 
in all matters of importance. 

Commissioner Brainerd concurred in the finding of undue 
prejudice but dissented from the finding that the rates were not 
unreasonable. He said he could not agree with the finding to 
the effect that the rates charged were reasonable as applied to 
past transactions, “and unreasonable for future application to 
the extent they exceed a scale of rates from 6:9 to 189 per 
cent lower than the rates charged.” 

Commissioner Lewis concurred in the separate expression 
of Commissioner Brainerd. Commissioner Woodlock noted con. 
currence in the result and Commissioner Lee did not participate 
in the disposition of the case. 


FURNACE LIMESTONE 


The Commission, by division 3, in I. and S. No. 3379, furnace 
or foundry limestone from Hillsville, Shaw Junction and Walford, 
O., and adjacent points, has found justified the proposed in. 
creased rate on furnace or foundry limestone from Hillsvyille 
and other points in western Pennsylvania to Youngstown and 
other points in eastern Ohio, vacated the suspension order and 
discontinued the proceeding. The schedules were suspended 
upon the protests of producers and consumers of the stone. 

About a million tons of limestone are taken from the quar- 
ries in western Pennsylvania and shipped to the furnace points 
in the Mahoning and Shenango valleys, the weighted average 
haul being about 12 miles. 

The case was created by the proposal of the carriers to 
restore a rate of 55 cents per ton to replace a rate of 42 cents 
which was published in the summer of 1928. That reduction, 
the report said, was made upon the insistent demand of the 
Pennsylvania limestone producers that a substantial reduction 
be made to meet the competition from limestone quarries at 
Marblehead, O. The rate from the Ohio quarries was $1.26 
until June 14, 1928, when it was reduced by one of the carriers 
to $1.05. That reduction of 21 cents reduced the difference 
against Marblehead from 71 to 50 cents and brought demands, 
the report said, for another reduction from the Pennsylvania 
quarries. The carriers submitted the matter to the chairman 
of the eastern lines’ traffic executive association for arbitration. 
That officer decided that the rates from Marblehead and other 
northwestern Ohio points should be $1.18 and from the Penn 
sylvania quarries it should be 55 cents. Upon complaint to the 
Ohio commission that body decided that the rate from the Ohio 
points to the Ohio furnaces should be $1.05. Thereupon the 
railroad respondents in this case and others filed a petition 
with the Commission alleging that the $1.05 rate resulted in 
unjust discrimination against and undue prejudice to interstate 
traffic. The carriers sought an investigation. The petition, 
this report said, was still pending. 

In view of the $1.05 rate from the northwestern Ohio quar 
ries, protestants regarded the 42-cent rate from the Pent: 
sylvania quarries as a business necessity. The stone from the 
Pennsylvania quarries, the report said, could not be efficiently 
used in blast furnaces without being mixed with dolomite, 4 
softer limestone, obtained from northwestern Ohio points other 
than Marblehead. The Commission said that the indications 
of record were that the proposed rate, in view of the rate from 
Marblehead, if made effective, would again seriously curtail 
the movement from the Pennsylvania quarries. It said that 
however, this case involved the rate under suspension in and 
of itself rather than its relationship to the rate from north- 
western Ohio. Commissioner Lewis noted a dissent. 





HIDES, CANS, GLUE STOCK, ETC. 


On further hearing, in No. 15028, Peyton Packing ~ - 
Abilene & Southern et al., the Commission, by division 4, 2 


report written by Commissioner Woodlock, has found yom 
4 ’ 
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calif, and points taking the same rates. A similar finding has 
been made as to the same commodity from El Paso to Kansas 
city and St. Louis, Mo., and Chicago, Ill., and points basing 
eon. 

orates on glue stock from El Paso to Chicago, St. Louis, 
yemphis, Tenn., and New Orleans, La., were found unreasonable 
for the present and future to the extent they exceeded or might 
exceed 20 per cent of the first class rates prescribed in the 
guthwestern revision. Rates on soap stock, tankage, dried 
blood, edible and inedible tallow, carloads, from El Paso, to des- 
tinations in California were found unreasonable to the extent 
they exceeded or might exceed 68 cents to Los Angeles and 77 
cents to San Francisco and that the rates on inedible tallow 
were and for the future would be unreasonable to the extent 
that they exceeded or might exceed 91 cents to Los Angeles 
and $1.08 to San Francisco. 

Rates on tin cans, carloads, from Kansas City, St. Louis 
and New Orleans, and points taking rates related thereto, to 
fl Paso were found not unreasonable or unduly prejudicial. The 
former report, 122 I. C. C. 3, was modified to conform with 
the findings hereinbefore set forth. 

Commissioner Eastman dissented in part, taking up the 
various commodities separately and discussing them. 

The carriers are to revise their rates in accordance with 
the modified report not later than May 26. The Commission 
said that the findings in Arizona Corporation Commission vs. 
A.B. R. R. Co., 1138 I. C. C. 52, and 142 I. C.C. 61, in which 
class rates were prescribed, required a general revision in the 
territory under consideration, and reparation was denied. The 
Commission said it was not convinced that there had been a 
dear showing that the rates on tankage and dried blood in 
the past exceeded the level of maximum reasonableness and, 
therefore, reparation was denied. 


LUMBER CREOSOTING TRANSIT 


Establishment of a creosoting in transit privilege at Mont- 
gmery, Ala., not later than June 2 has been ordered by the 
Commission by division 2, in No. 22142, Ayer & Lord Tie Co. 
etal. vs. Western of Alabama. The Commission found through 
charges on forest products from points in Alabama, Mississippi 
and Louisiana, west and south of Montgomery, Ala., stopped at 
that point for creosoting or other preservative treating, and re- 
shipped to destinations in southern and official territory, east 
and north of Montgomery, unreasonable to the extent they 
“exceed or may exceed those which would accrue on the basis of 
through rates not stopped in transit for such service, plus a 
transit charge of 2.5 cents.” Commissioner Brainerd dissented 
because in his opinion there was no substantial evidence upon 
which to base a finding of unreasonableness or an order requir- 
ing the establishment of transit. 


CITRUS FRUITS TO BOSTON 


_ With Chairman McManamy dissenting, the Commission, by 
division 3, in No. 20610, Chase & Co. vs. N. Y. C. et al., and 
a sub-number, Same vs. B. & M. et al., has found inapplicable 
the rates and charges collected on shipments of citrus fruits 
from Eloise and Auburndale, Fla., to Syracuse, N. Y., reconsigned 
to Boston, Mass. The Commission said that the shipment from 
Auburndale was overcharged $23 by reason of demurrage and 
storage. It said that the shipment from Eloise was over- 
charged to the extent that the charges collected exceeded those 
which would have accrued at a rate of $1.05 per box, plus a 
teconsignment charge of $6.30. Reparation of $127.46 was 
awarded. 

In his dissent the chairman pointed out that the New York 
Central reconsigning rules were subject to a note providing 
that in no case would it be permissible to divert or reconsign 
4car to a new destination at aggregate charges lower than those 
‘ontemporaneously published to the original destination. That 
rule, he said, did not authorize reconsignment to Boston from 
syracuse, because the charges to Syracuse were higher than 
those to Boston. In the opinion of the chairman the cars be- 
‘ame new shipments from Syracuse to Boston and were prop- 
rly subject to charges based on the Syracuse combination. He 
‘aid the decision was contrary to long established rules govern- 
ing the interpretation and publication of tariffs and if followed 
senerally would bring about an intolerable tariff situation. 


REDUCED COTTON RATE 


. The Commission, division 3, in I. and S. No. 3348, cotton 
hae Demopolis, Ala., to Pensacola, Fla., domestic and export, 
ag found not justified a proposed reduced rate on cotton from 
b Mopolis to Pensacola, domestic and export, without prejudice, 
owever, to the filing of new schedules in accordance with 
mn views expressed in the report. The suspended schedules 
— a rate of 41 cents, minimum 75 bales per carload, but 

€ hearing the St. Louis-San Francisco, the proposing carrier, 
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modified its scheme so as to propose a rate of 45 cents, based 
on a minimum of 75 bales per car, to be applicable to both 
domestic and export traffic with shipside delivery at Pensacola. 

The Commission found that the proposal of the Frisco would 
cause a good many fourth section departures. The Commission 
said that if these fourth section departures were removed the 
record would be convincing that a rate of 45 cents per 100 
pounds, including cost of compression, minimum 75 bales per 
carload, applicable to both domestic and export traffic, would 
not be unlawful, hence its finding without prejudice. 


WABASH GRAIN ROUTES 


The Commission, by division 3, in I. and S. No. 3372, grain 
from Wabash stations to points in Michigan and Ohio, has found 
justified the proposed schedules canceling the participation of 
the Detroit, Toledo & Ironton in rates on grain, grain products 
and grain by-products from stations on the Wabash east of the 
Mississippi River and west of Detroit, Mich., to Toledo, O., 
Detroit and points grouped therewith. The schedules have been 
vacated and proceedings discontinued. Upon protest of the 
Toledo Produce Exchange operation of these schedules was 
suspended. 

The D. T. & I. became a party to the local grain tariff of 
the Wabash on November 15, 1924, in order to make the rates 
to Detroit applicable also to Fordson, Mich., a destination not 
served by the Wabash. The participation of the D. T. & I., the 
report said, however, was not restricted to the rates to Fordson. 
The result was that the D. T. & I. had been permitted to par- 
ticipate generally in the local grain rates of the Wabash from 
and to the points before mentioned. The Wabash, in the sus- 
pended schedules, proposed to cancel the participation of the 
D. T. & I. in rates except those to Fordson. Toledo grain in- 
terests objected because the cancellation would impose switch- 
ing charges at Toledo on some grain. The Wabash objected 
to all of the evidence along that line, arguing that the legality 
of the charges was not in issue. 

The Commission said it had no authority to require the 
Wabash to short-haul itself by dividing the grain traffie origi- 
nated by it with the D. T. & I., except when the available route 
or routes otherwise would be unduly long or except upon the 
existence of a public emergency, neither of which conditions, it 
said, had been shown to exist in this case. 


OYSTER SHELL ADJUSTMENT 


The Commission, by division 3, in I. and S. No. 3205, oyster 
shells, to, from, and between points in southern territory, and 
No. 21895, Atlantic Shell Co., Inc., et al. vs. Ahnapee & Western 
et al., has found not justified proposed changes in rates and 
relationships on oyster shells, crushed and ground or not 
crushed or ground, from south Atlantic and Gulf ports to Ohio 
and Mississippi River crossings, Mississippi valley points and 
southeastern points. The finding, however, is without prejudice 
to the filing of rates in conformity with views expressed in the 
report. Rates on the same commodities from south Atlantic 
ports to Arkansas and central and western trunk line territories 
have been found unreasonable and unduly prejudicial. 

The schedules in the suspension proceeding proposed 
changes from south Atlantic ports, Wilmington, N. C., to Jack- 
sonville, Fla., inclusive, and from the Gulf ports, Apalachicola, 
Fla., to New Orleans, La., inclusive, to the river crossings, to 
the Mississippi valley freight territory and the southeast. The 
formal complaint alleged the rates from the south Atlantic 
ports to central and western trunk line points and Arkansas 
were unreasonable and unduly preferential of the Gulf ports. 

The Commission, in its findings, laid down formulas for 
making rates, in sums per net ton but did not issue an order. 
It said that the carriers were expected to establish the rates 
indicated within 120 days from the service of the order. If 
that is not done, the Commission, the report says, will consider 
the entry of an appropriate order. The findings, other than 
the formal one finding the changes not justified, follow: 


We further find that the rates assailed in No. 21895 will for the 
future be, for distances of 300 miles and over, unreasonable to the 
extent that they exceed, to points to which through one-factor first- 
class rates are in effect from south Atlantic ports, rates made 15 
per cent of the corresponding first-class rates. 

We further find that the rates from south Atlantic ports as- 
sailed in No. 21895 to destinations to which through one-factor, 
first-class rates are in effect from south Atlantic and Gulf ports will 
for the future be, for distances of 300 miles and over, unduly pre- 
judicial to Atlantic ports, Charleston to Jacksonville, inclusive, and 
unduly preferential of Gulf ports, Apalachicola to New Orleans, in- 
clusive, to the extent that the rates from such south Atlantic ports 
to such destinations bear a relationship to those contemporaneously 
effective from such Gulf ports to the same destinations more fa- 
vorable to the latter ports than would result from applying from both 
south Atlantic and Gulf ports rates made 15 per cent of the first- 
class rates. 

We further find that to destinations north and west of Illinois 
territory to which no through one-factor first-class rates are in effect 
from south Atlantic ports, the rates assailed in No. 21895 have not 
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been shown to be unreasonable, but that rates from south Atlantic 
ports, Charleston to Jacksonville inclusive, to such destinations are, 
and for the future will be, unduly prejudicial to such south Atlantic 
ports and unduly preferential of Gulf ports, Apalachicola to New 
Orleans, inclusive, to the extent that the rates from the south At- 
lantic ports to such destinations exceed the rates from the Gulf 
ports to such destinations by more than 10 cents per net ton for 
each 25 miles, or fraction thereof, by which the distances from _ the 
south Atlantic ports to such destinations exceed the distances from 
the Gulf ports to such destinations. 

Nothing in our findings herein should be construed as prohibiting 
reasonable groupings of origins or destinations provided that each rate 
to or from a group reflects a fair average of the rates and differences 
in rates which would otherwise be permitted under our findings herein 
to or from the individual points in the group. 

We further find that in applying the provisions of findings 4 and 
5 above, distances should be determined by the shortest routes over 
which carload traffic can be moved without transfer of lading, and 
that if rates be published in amounts per ton, amounts ending in 
figures between 1 and 4, inclusive, should be resolved to the next 
lowest amount ending in 0; and that amounts ending in figures be- 
tween 5 and 9, inclusive, should be resolved to the next highest 
amount ending in 0; that rates from all origins should be made sub- 
ject to a minimum of 50,000 pounds; and that nothing in these find- 
ings should be construed as authorizing any fourth-section depar- 
tures, or as eg sting group rates which are higher to intermediate 
groups than to more distant groups over direct routes. 








SOUTHERN CANDY RATINGS 


In a report written by Commissioner Eastman, the Com- 
mission, by division 4, in I. and S. No. 3361, classification rating 
on candy and confectionery in southern territory, has found 
justified increased ratings in the carload and less-than-carload 
ratings but not to the extent, in carloads, proposed by the rail- 
roads. The proposed increased less-than-carload ratings on 
candy and confectionery, N. O. I. B. N., on chocolate coating 
and on peanut coating, from third to second class, have been 
found justified. But the proposed increased carload ratings on 
those commodities, from fifth to fourth class, have been found 
justified only to the extent that they will not exceed 50 per 
cent of the first class rates. That will give carload ratings 
between fourth and fifth. 

In permitting the increase in the less-than-carload ratings 
the report said the Commission was following what it said in 
National Confectioners’ Association vs. A. & R., 49 I. C. C. 566. 
Precedent for a rating intermediate between fourth and fifth 
class was cited in this report as having been created in Arm- 
strong Cork Co. vs. Pennsylvania, 153 I. C. C. 189, for applica- 
tion to linoleum and certain similar floor coverings, as a rating, 
in southern territory, comparable to fourth in official territory. 
The order requiring the cancellation of the suspended schedules 
is without prejudice to the carriers filing new one in conformity 
with the finding as to the carload ratings. 


COMMISSION REPORTS 


Coal 


No. 22437, Ohio Salt Co. vs. B. & O. By division 3. Com- 
plaint dismissed. Rates, bituminous coal, certain West Virginia 
mines to Rittman, O., not unjustly discriminatory. Complainant 
not shown to have been damaged by any undue prejudice.that 
may have existed. 

Whisky 

No. 21714, American Medicinal Spirits Co. et al. vs. Santa 
Fe et al. By division 2. Complaint dismissed. Rates, whisky, 
for medicinal purposes, Louisville, Ky., to Los Angeles and San 
Francisco, Calif., not unreasonable. 


Refined Petroleum Oils 


No. 21789, Burkett & Co. et al. vs. Santa Fe et al. By divi- 
sion 3. Complaint dismissed. Rates, refined petroleum oils, 
points in Kansas, Oklahoma and Texas to points in Colorado 
not unreasonable. 

Parkcycles 


No. 22170, Watkins-Cottrell Co., Inc., vs. B. & O. et al. By 
division 3. One shipment of parkcycles, in mixed carload with 
children’s vehicles, Toledo, O., to Richmond, Va., misrouted by 
B. & O. Rate charged inapplicable over route of movement. 
Applicable rate over route of movement was unreasonable to 
extent it exceeded $1.11. Rate applicable over route shipment 
should have moved unreasonable to extent it exceeded 70.5 cents. 
Reparation of $62.53 awarded. 


Shredded Rags 


No. 22230, American Cotton Waste and Linter Exchange 
et al. vs. B. & O. et al. By division 3. Complaint dismissed. 
Rates assessed and ratings applied, shredded rags, carloads and 
less than carloads, Glendale, N. Y., and Philadelphia, Pencoyd, 
and Manayunk, Pa., to Boston, Fall River, Fitchburg, Indian 
Orchard, and Springfield, Mass., Rahway, and Jersey City, N. J., 
Brighton and Cincinnati, O., Philadelphia, Chester and Swiss- 
vale, Pa., Chicago, Ill., Milwaukee, Wis., and Charlotte, N. C., 
inapplicable. Rates applicable were those on rags. Rates ap- 
plied were the higher ones published on cotton waste, result- 
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ing in overcharges. 
charges. 


Chilled Shot 


No. 20642, Raymond Granite Co. vs. Chicago & Erie et a). 
By division 4. Rates, carload of iron or steel chilled shot 
Mansfield, O., to Knowles, Calif., applicable. Applicable rate 
found unreasonable in the past and for the future to the extent 
it exceeded or might exceed $1.655. Reparation awarded. New 


rate to be established not later than May 26. Commissioner 
Woodlock noted a dissent. ‘ 
Second Hand Steel Articles 
No. 22046, Coltexo Corporation et al. vs. Arkansas g 


Louisiana Missouri et al. By division 3. Complaint dismisseq. 
Rates, second hand structural iron and steel and certain other 
second hand iron and steel articles obtained from dismantled 
carbon-black houses, carloads, points in Louisiana to destina. 
tions in Texas, not unreasonable. 


Clay 


No. 22203, Pfaltzgraff Pottery Co. vs. Reading et al. By 
division 2. Complaint dismissed. Rate, clay, from Port Read. 
ing, N. J., to Pork, Pa., not unreasonable. 


Locomotives 


No. 22019, J. W. Wells Lumber Co. vs. C. & N. W. By 
division 2. Interstate rates, locomotives on their own wheels 
but not under their own power, between points in Michigan un. 
reasonable to the extent they exceeded, exceed or may exceed 
7.5 cents between Spur No. 9 and Escanaba and 6 cents between 
Iron Mountain and Spur No. 9. Reparation awarded and new 
rates to be established not later than May 26. 


Green Salted Hides 


No. 21819, A. Moyer & Co. vs. Illinois Central et al. By 
Rates, green salted hides, | 
carloads, Memphis, Tenn., to Fort Wayne, Ind., not unreason- © 


division 3. Complaint dismissed. 


able or unduly prejudicial. 
Traveling Crane 


No. 21512, Milwaukee Electric Crane & Manufacturing Cor- 
poration vs. A. C. L. et al. By division 5. Complaint dismissed. 
Upon reconsideration, rate charged, one traveling crane and 
parts, West Allis, Wis., to Avon Park, Fla., found applicable. 
Original report, 157, I. C. C. 417, reversed. 

Peanuts 

No. 21348, Meridian (Miss.) Traffic Bureau et al. vs. A. G. S. 
et al. By division 3, on further consideration. Findings, in the 
original report, 159 I. C. C. 435, that rates on peanuts, shelled or 
not shelled, salted or not salted, carloads and less than carloads, 
points in Virginia and North Carolina to Meridian, Miss., were 
not unreasonable or unjust discriminatory, but unduly prejudi- 
cial, modified as to less than carload traffic. As modified the 
finding is that L. C. L. rates in effect prior to Feb. 9, 1929, were 
unduly prejudicial to the extent they exceeded the L. C. L. 
rates contemporaneously applicable to Jackson, Greenville, 
Natchez and Vicksburg, Miss., and Memphis, Tenn. Reparation 
denied. Order modified accordingly. 

Torpedo Sand 

I. and S. No. 3381, gravel, sand and strippings from Munger, 
lll., to Indiana points via E. J. & E. By division 3. Proposed 
reduced rate of 65 cents per net ton, torpedo sand, gravel and 
strippings, Spaulding, Munger, Ingalton and West Chicago, Ill. 
to Hobart, McCool, Crocker and Porter, Ind., not justified. Find- 
ing, however, is without prejudice to the establishment of a rate 
of 75 cents per net ton. 


Petroleum Products 
No. 22247, L. E. K. Oil Co., Inc., vs. C. of N. J. et al. By 
division 4. Complaint dismissed. Rate on petroleum products, 
tank cars, Bayonne, Bayway, Carteret and Warners, N. J., 0 
Garden City, N. Y., not unreasonable. 


Granite Curbing 

No. 22195, Davidson Granite Co. vs. Georgia Railroad et al: 
By division 3. Rate, granite curbing, Lithonia, Ga., to Luverne, 
Ala., unreasonable to the extent it exceeded $3 per net tod. 
Reparation of $85.30 awarded. 

Apples 

No. 18876, Henry Snyder vs. Erie et al. By division 4, 
further hearing. Complaint dismissed. Finding in original re 
port, 146 I. C. C. 619, that a carload of apples, Lake Ariel, Pa. 
to Jacksonville, Fla., had been misrouted by the Southern re- 
versed. 


Billboard Sections 


No. 21883, General Outdoor Advertising Co., Inc., VS. Charles- 
Third class ne 


ton & Western Carolina et al. By division 2. 
and rates applied under the southern classification on bil 


Carriers directed promptly to refund over. 
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sections, carloads, New Castle, Ind., to Atlanta, Ga., unreason- 
able to the extent that the rating exceeded fifth class, minimum 
39,000 pounds, for the movement in southern territory and to 
the extent that the rate for the through movement exceeded 
46,5 cents prior to January 15, 1928, and 77 cents after that date. 
reparation of $897.82 awarded. 


EAST KENTUCKY SOUTHERN NOTES 


In Finance No. 8084, the Commission, by division 4, has 
guthorized the East Kentucky Southern Railway Company to 
issue and renew from time to time, to and including June 30, 
1932, not exceeding $10,000 aggregate face amount of secured 
promissory notes, $2,000 thereof to be issued to replace a like 
amount of void notes, and $8,000 to be sold at par for cash and 
the proceeds to be used in constructing and equipping applicant’s 
shops. 








Cc. M. ST. P. & IP. ABANDONMENT 


A certificate authorizing the Chicago, Milwaukee, St. Paul 
& Pacific Railroad Company to abandon its line between Worth- 
ington and Farley, Ia., 6.8 miles, has been issued by the Com- 
mission, division 4, in Finance No. 7705. The Iowa commission 
aud the Dubuque Shippers’ Association objected to the grant- 
ing of the application. 

The Commission said discontinuance of the Milwaukee- 
llinois Central interchange connection at Farley, evidently the 
oly element of the proposal that might suggest any serious 
results to the public, would necessitate some diversion of traffic 
to other routes, several of which were available. The record 
as a Whole, said the Commission, contradicted the claims of 
the interveners that this change would work a hardship on the 
shippers and receivers of freight generally, under the present 
rates. It said the cost of repairing and operating the applicant’s 
Worthington-Farley line was not warranted by the showing of 
public convenience and necessity for that facility. The certifi- 
cate becomes effective 30 days from March 5. 


B. & O. FINANCING 


With Commissioner Eastman concurring with the conclu- 
sions but questioning the necessity and propriety of a 2.5 per 
cent commission to the underwriters, the Commission, by divi- 
sion 4, in Finance No. 8064, Baltimore & Ohio securities, has 
approved the plans of the applicant for the issuance of stocks 
and bonds, the proceeds of which are to be used, in part, to 
acquire stock of the Buffalo, Rochester & Pittsburgh and the 
Buffalo & Susquehanna. 

Authority has been granted by the Commission to issue not 
exceeding $63,031,000 of 30-year 4.5 per cent convertible gold 
bonds, to be sold at not less than 95 per cent of par and 
accrued interest; also to issue $52,525,000 of common capital 
stock, par value $100 a share, or so much thereof as may be 
uecessary to effect the conversion of bonds into common cap- 
ital stock that may be presented for that purpose,.at rates of 
conversion set forth in the report. 

Under the arrangements that have been made the proceeds 
of the bonds will amount to $59,879,450. The proceeds are to 
be used for the payment of commissions to the underwriters, 
Kuhn, Loeb & Co., and Speyer & Co., with which the National 
City Bank of New York will be associated, amounting to $1,575,- 
‘10; $16,768,116.07 to pay for stock of the B. R. & P.; $6,300,000 
0 pay for the stock of the B. & S.; $33,276,558.93 to provide, in 
part, for expenditures for additions and betterments; and the 
temainder to take care of matured or maturing bonds of the 
Cleveland, Lorain & ‘Wheeling and the Ohio Central. Under the 
‘rangement made for underwriting the issue, the report said 
the cost of the money to the applicant would be 4.984 per cent. 

The Commission said that as only $58,035,558.93 of expendi- 
llres to be made formed a proper basis for capitalization, it 
Would be necessary for the applicant to expend, in addition to 
the $33,276,558.93 of the bonds as proposed, not less than $4,995,- 
441.07 from its income or other moneys in its treasury for the 
broposed additions and betterments, such expenditures not to 
be made the basis of further capitalization. 

Commisioner Eastman, commenting on the commissions to 
be paid, said the amount mentioned was to be paid if the 
stockholders of the B. & O. took all the bonds and it proved 
inhecessary for the underwriters to purchase any of them. That 
leed for underwriting often existed, Mr. Eastman said, he was 
quite willing to concede. But, he asked, what was a reasonable 
layment for such service. Continuing, he said: 





a.) difficulty in answering this question is that underwriting 
railroad: are not sold in a competitive market, at least so far as 
& Ohi S are concerned. It might be thought that the Baltimore 
com th being desirous of issuing these bonds, would be able to seek 
Bet suce’® bids on the underwriting from rival banking houses. 
the Pm is not the custom in railroad financing. In the case of 
I aS more & Ohio, its financing is the private domain of Kuhn, 
© Company and Speyer & Company, acting jointly, and a 
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come situation exists in the case of most other large railroad sys- 
ems. 

Here it does not seem to me that underwriting is clearly shown 
to have been necessary. A plan might have been adopted under 
which the bonds would be offered to the stockholders and any not 
taken by them would be sold at public auction. And if deemed 
necessary to insure the success of such a plan, the bonds might 
have been offered to the stockholders at a more favorable price 
than was actually fixed. In other words, all or part of the amount 
which is to be paid to the underwriters might have been given to 
the stockholders instead. But even if it be assumed that under- 
writing was necessary, I am not persuaded that it has been shown 
that a payment of more than a million and a half dollars was nec- 
essary under the circumstances of this case. 


DONNELLY ON CONSOLIDATION 


Modification of provisions of the transportation act affect- 
ing railroad consolidation was urged by Charles Donnelly, presi- 
dent of the Northern Pacific, at the annual dinner of the Ameri- 
can Railway Engineering Association at Chicago March 12. The 
banquet was held in the evening of the second day of the three- 
day annual meeting of the association, at which engineering 
problems of the railroads came in for intensive discussion by 
a large number of speakers. 

In part, Mr. Donnelly spoke as follows: 





_It implies no criticism of the Commission to say of the con- 
solidation plan promulgated last December that, on the whole, that 
plan satisfies no one, because, considered as a whole, it does not 
satisfy the commissioners themselves. The most that can be said 
for it is that it is at least a formal compliance with the mandate of 
Congress, represents perhaps as good an attempt as could be made 
to solve an otherwise insoluble problem, and proves as nothing else 
could have proved, how well advised the Commission has been in 
asking to be relieved of the necessity of solving it. It may be hoped, 
too, that out of the practical demonstration which it affords of the 
unworkability of the general consolidation provisions of the present 
law a new impetus may be given to the demand for their repeal. 

It does not follow, however, that the movement looking to a re- 
duction in the number of our railroad operating units should be 
abandoned, or that the spirit which informed the legislation of 1920 
is in any sense to be deprecated. That it is impracticable to divide 
and cast the 260,000 miles of railroads of the United States into 
some twenty moulds has, indeed, been shown, and the Commission 
openly recognizes it; but this means only that a particular method 
of attaining an eminently desirable end must be discarded in favor 
of a better one. It is as important now as it has ever been that 
the great railroad systems of the country should be strong and self- 
sustaining; that their number should not be excessive; and that the 
operations of distinct companies should be coordinated and unified 
when this will promote efficiency and economy and the interests of 
the public are duly protected. That much may be done within these 
limits no one familiar with the operation of American railroads will 
deny; but the integrating process should be natural and gradual and 
not undertaken in fulfillment of an arbitrarily pre-conceived plan. 

To this end the consolidation bill now pending in Congress, or 
one framed along similar lines, ought to be speedily enacted. That 
bill repeals the provisions of the existing law requiirng the_promulga- 
tion of such a general plan as was announced by the Commission 
last December, and it authorizes the unification of carriers “in any 
case in which in the opinion of the Commission such unification 
will promote the public interest.’’ It requires the Commission, in 
determining the public interest, to give due consideration to the 
maintenance of competition, the preservation and improvement of 
service, the promotion of economy, the securing of a simplified and 
more effective regulation of carriers, and the ultimate establishment 
of a number of strong and efficient systems. ‘ ; 


Speakers at the meetings included C. E. Denny, president 
of the Erie; M. J. Gormley, executive vice-president, American 
Railway Association; Louis Yager, assistant chief engineer, 
Northern Pacific, outgoing president of the association, and 
H. E. Newcomet, vice-president of the Pennsylvania. 

New officers installed at the closing session, March 13, are 
as follows: 


President, G. D. Brooke, of Richmond, Va., general manager of 
the Chesapeake and Ohio; first vice-president, L. W. Baldwin, of 
St. Louis, president of the Missouri Pacific; second vice-president, 
J. V. Neubert, of New York, chief engineer, maintenance of way, 
New York Central; secretary, E. H. Fritch, of Chicago, re-elected; 
treasurer, A. F. Blaess, of Chicago, chief engineer, Illinois Central. 
New directors included G. W. Harris, of Chicago, chief engineer of 
the Atchison, Topeka and Santa Fe; C. R. Harding, of San Francisco, 
assistant to president of the Southern Pacific, and C. R. Knowles, 
of Chicago, superintendent of water service of the Illinois Central. 


G. N.-W. P. FAR WEST PROJECT 


Briefs in opposition to the application of the Great Northern 
Railway Company in Finance No. 7439, the application of the 
Western Pacific Railroad Company in No. 7740 and the joint 
application of those two companies in Finance No. 7781, in which 
authority is sought to construct lines of railway between Ked- 
die, Calif., and Klamath Falls, Ore., and to build or acquire a 
short line from Lookout, Calif., to a connection with the Mc- 
Cloud River Railroad, were made public by the Commission 
March 10. They were filed by the Southern Pacific Company, 
the Union Pacific Railroad Company, the Oregon Short Line 
Railroad Company, the Oregon-Washington Railroad & Naviga- 
tion Company, the Los Angeles & Salt Lake Railroad Company, 
the Good Railway Service Association, the Modoc County De- 
velopment Board, the Alturas Chamber of Commerce, the Board 
of Supervisors of Modoc county, Calif., the Board of Super- 
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visors of Siskiyou county, Calif., and the Board of Supervisors 
of Tehama county, Calif. (See Traffic World, Feb. 1, p. 290.) 

The opponents emphasize their contention that the proposed 
lines are not needed to meet the transportation needs of the 
territory to be served and that approval of the applications will 
result in duplication of facilities. In part, the opposing rail- 
roads say: 


The proposed line would be located an average distance from 
— common carrier lines of but 11.4 miles; its average dis- 
tance from existing logging railroads would be 9.4 miles; and from 
all railroads, including logging railroads, it would be at an average 
distance of but 6.3 miles; and the proposed line would closely par- 
allel existing lines for a substantial part of its length. 

Neither California nor Oregon is deficient in railroad facilities. 
Their railroad mileage per capita is considerably above the average. 
Southern Pacific alone has provided in the counties on the route of 
the proposed line in northern California nearly five times the average 
railroad mileage per capita. Its north and south lines have been 
constantly improved and are maintained in a high state of safety and 
efficiency comparable with any railroads in the United States, and 
capable of handling a far greater amount of traffic than now offered. 
Southern Pacific has kept abreast of, or in advance of, the times. 
On the original cost basis, its lines directly affected represent an 
investment of over $153,000,000, of which over $40,000,000 has been 
expended since 1923, in northern California and southern Oregon. It 
is expending another $12,000,000 in completing the new Suisun Bay 
bridge, to further improve the service on its Shasta and Ogden routes. 
It is still in the pioneering stage and, as yet, it has earned but a 
slight return on these enormous investments. Preservation of the 
earning capacity of these lines is not only essential to Southern Pa- 
cific but is a matter of national concern. The Union Pacific line 
serving the northwest (the O. W. R. & N. Co.), while furnishing 
short, direct routes of high standard, has an exceedingly low rate 
of return. Applicants’ project would seriously impair the earning 
capacity of these lines; and if the through routes and rates proposed 
are in the public interest, they can be afforded by the use of South- 
ern Pacific’s lines, and those of Union Pacific, as connections with 
or between the respective lines of applicants under through joint rates 
through open gateways, as offered herein, thus, in a measure, pro- 
tecting their earning capacity and at the same time offering all 
the advantages in routes, service, rates and diversion privileges 
that have been proposed by applicants, but with shorter and superior 
routes, and serving a greater number of people. Only in this way, 
under efficient and economical management, can the existing railway 
systems properly perform their functions under reasonable rates 
with an opportunity of earning a fair return. : 

The proposed line would create no new rail traffic of importance 
that cannot be created by existing lines through open gateways; and 
Southern Pacific and Union Pacific have offered open gateways and 
to establish the same through transcontinental rates via the northern 
gateways, with the same diversion privileges as proposed; and South- 
ern Pacific has offered to remove the ‘‘Shasta arbitrary’? from through 
passenger fares, and establish through passenger service by the 
direct existing routes in connection with Great Northern, affording 
all of the advantages proposed, and a faster, safer service, protected 
by automatic block signals, but without the costly duplication pro- 


posed. 

The opposing railroads assert that the presumption against 
paralleling and duplicating existing lines has not been overcome 
by the evidence. They say that an adequate car supply is 
furnished by existing lines which stand ready to add additional 
cars to meet all future requirements. Another contention is 
that the proposed line is not needed to create competition and 
that most severe competition already exists not only between 
rail routes extending between the Pacific northwest and the 
Pacific southwest, but also with the coastwise steamship lines 
serving the various ports, which, in conjunction with the exist- 
ing rail lines, form rail and water routes. The proceedings have 
been assigned for argument April 16 and 17. 


VIRGINIAN-N. Y. C. BRIDGE 


The Traffic World Washington Bureau 


Arguments were made March 12 in Finance No. 7562, pro- 
posed extension of line by the Virginian, by J. W. Carmalt, for 
the Virginian; S. C. Higgins, for the New River and Winding 
Gulf coal mine operators; H. E. deJarnette, for Princeton, 
W. Va.; C. B. Garnett, for Norfolk, Va.; Robert B. Tunstall and 
George H. Gardner, for the Chesapeake & Ohio. The C. & O. 
opposed grant of a certificate permitting the Virginian to make 
the extension which would consist of a bridge across the Kana- 
wha River at Deepwater, W. Va., enabling it to connect with 
the Kanawha & Michigan part of the New York Central. 

Mr. Carmalt said that construction of the bridge, estimated 
to cost about $1,000,000, would give coal from the Virginian a 
direct outlet toward the west and give the New York Central 
a line intg the southeast, making the third such line from 
central territory to the Hampton Roads ports and the south- 
east. The New York Central, he said, needed the coal the Vir- 
ginian could give it for delivery to the hundreds of industrial 
tracks in the manufacturing cities of central territory connected 
with the New York Central’s rails. The Virginian, he said, 
needed the merchandise the New York Central could turn over 
to it, and thereby tend to balance the traffic of the two carriers, 
which, he said, were complementary to each other and not com- 
petitive. 

The C. & O. argued that it was adequately serving the 
territory and that the coal originating on the Virginian could 
and did find an outlet toward the west over rails of its neigh- 
bor, the C. & O. Mr. Tunstall said he could not understand 
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the declaration of Examiner Molster, who recommended a ce. 
tificate, to the effect that the Virginian would be in a precarioy, 
way if it were not permitted to build the bridge in view of the 
fact that its traffic in the last seven or eight years had Steadily 
increased and that its reserves of low volatile coal were greater 
than those along the C. & O. Mr. Carmalt retorted to that tha 
inasmuch as 75 per cent of the C. & O. tonnage was high volatij. 
coal he could not see the significance of a comparison of the 
reserves Of low volatile coal, which, he declared, were about 
equal, with those of the Virginian exceeding a little those of its 
neighbor. y 

The consolidation of railroads was injected into the argy. 
ment, Mr. Carmalt saying that the New York Central insigteg 
upon being neutral when the hearing was held on this applica. 
tion because it was then in an agreement with other railroads 
in the east that there should be only four systems in the easterp 
district. Such testimony as was obtained from that railroad, 
he said, was procured by subpena. Since then, he said, the 
complete plan had been put out and the Virginian, for which 
the Van Sweringens had applied, had been assigned to the New 
York Central. 

Mr. Tunstall said that while that assignment was not even 
persuasive as to the final assignment of the Virginian, it was 
a fact that would require consideration in the final disposition 
of the Virginian. Pending such final determination, he said 
there should be no such disturbance of the status quo as would 
be created by the construction of the bridge. 

Arguments in behalf of the coal operators and the mp. 
nicipalities mentioned were in favor of a certificate permitting 
construction. 





FINANCE APPLICATIONS 


. Finance No. 8122. Atlantic City Railroad Co. asks : ity 
ee ee first yee mortgage 4 per sont aell tae 
re e amount of purchase money 4% pe 
ee issued Bs its redecessor. oe a er ee 
inance o. 8122, Sub. No. 1. Reading Co. asks authority to 
guarantee the bonds referred to in receding application. —* 

Finance No. 8123. North East Pennsylvania Railroad Co. asks 
a pt —_ = T tone payment of $400,000 first mortgage 

3D rs from r 30, and t é i 
from 5 By gh = ae 30, a o reduce the rate of interest 

Finance No. 8128, Sub. No. 1. Reading Co. asks authority to 
gga its guarantee of the bonds referred to in preceding applica- 

Finance No. 8125. W. V. Griffin and H. W. Purvis, as receivers 
of the Georgia & Florida Railroad, ask authority to abandon 14 miles 
of line between Millen and Garfield, Ga., and 22 miles of line between 
noes -— oo. Ga. 

nance No. 8118. Grand Trunk Western Railroad Co. asks au- 
thority to issue $2,012,061.50 of common stock of no par value, $2,651,- 
546.18 of 6 per cent cumulative preferred stock of par value of $100 
a share, and $4,171,904.94 of common stock of no par value to repay 
capital advances and to finance expenditures made in 1929, for addi- 
tions and betterments. 

Finance No. 8119. Atchison, Topeka & Santa Fe Railway Co. 
asks authority to abandon a line of railroad from Harper to Anthony, 
Kan., 7 miles. 

Finance No. 8116. Alabama, Tennessee & Northern Railroad Cor- 
poration asks authority to abandon an interchange track with the 
Southern Railway at Calvert, Ala., because applicant has built its 
own line into Mobile and there is now no interchange of freight 
between the Southern and it at Calvert. 

Finance No. 8117. Pennsylvania & Atlantic Railroad Co. asks 
authority to abandon its Island Heights branch, extending from 
Pine Beach to Island Heights, N. J., 1.20 miles. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 8065, authorizing the acquisition 
by the New York Central Railroad Company of control of the Federal 
Valley Railroad Company, by purchase of capital stock approved. 

Report and certificate in F. D. No. 8066, authorizing the Mineral 
Range Railroad Company and the Hancock & Calumet Railroad Com- 
pany i abandon a line of railroad in Houghton county, Mich., ap- 
proved. 

Report and order in F. D. No. 8071 authorizing acquisition by 
New York Central of control, jointly with Canadian Pacific, 0 
Canadian Pacific Car and Passenger Transfer Co., Ltd., by purchase 
of one-half of its capital stock, approved. 

Report and order in F. D. No. 8084, authorizing the East Ken- 
tucky Southern Railway Company to issue and renew from time 
time. to and including June 30, 1932, not exceeding $10,000, aggregate 
face amount of secured promissory notes, $2,000 thereof to be issued 
to replace a like amount of void notes, and $8,000 to be sold at pat 
for cash and the proceeds used in reconstructing and equippiné 
applicant’s shops, condition prescribed, approved. . 

Report and order in F. D. No. 7999, authorizing the Delaware & 
Northern Ry. Co. to issue not exceeding 1,100 shares of commdl 
capital stock without par value, said stock to be sold or otherwist 
disposed of at not less than $100 a share, and the stock or the i 
ceeds thereof used to acquire certain properties and to pay inde vo 
ness incurred in making improvements, and additions and bette 
ments, approved. 


CHANGES IN DOCKET 

Hearing in I. & S. 3422, class rates from eastern port cities 
to Bristol, Va.-Tenn., via rail and water, assigned for Mar 
15, at Bristol, Va., before Examiner Wilbur, was canceled. ; 

Hearing in No. 23009, Washington Building Lime Co. et a 
vs. B. & O. R. R. et al., assigned for March 15, at Washingt™ 
D. C., before Examiner Curtis, was postponed to a date to 
hereafter fixed. 
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Proposed Reports in I. C. C. Cases 





LUMBER AT NEW ORLEANS 


Dismissal of the complaint in No. 51, Foreign Trade Bureau, 
yew Orleans Association of Commerce, vs. Bank Line, Strachan 
shipping Company et al., has been recommended in a tentative 
report proposed by Examiner H. S. Brown, of the Bureau of 
pegulation of the Shipping Board. 

Complainant alleged that the refusal of the respondent car- 
rers to accept, receive, and unload shipments of hardwood 
wmber in box cars at New Orleans from marginal tracks, or to 
sume the expense of such unloading, subjected New Orleans 
undue and unreasonable prejudice and disadvantage and gave 
i other ports on the Gulf where hardwood lumber was so ac- 
epted undue preference and unreasonable advantage in viola- 
tin of section 16 of the shipping act, 1916, and that said refusal 
resulted in an unjust and unreasonable regulation and practice 
at New Orleans in violation of section 17 of the shipping act. 
Complainant asked that the board require at all Gulf ports 
stablishment of a uniform practice. ; 

Examiner Brown said the Southern Hardwood Traffic Asso- 
dation, the Board of Commissioners of the Lake Charles Harbor 
ad Terminal District, the Lake Charles Association of Com- 
merce, the State Docks Commission and Terminal Railway Ala- 
tama State Docks, the Pensacola Chamber of Commrece, the 
Gulfport Chamber of Commerce, and the Mobile Chamber of 
(Commerce and Business League intervened. With the excep- 
tion of the Southern Hardwood Traffic Association, all inter- 
yeners opposed the complaint. 

The examiner said that the complaint as drawn involved 
the handling of hardwood lumber at all ports on the Gulf of 
Mexico, but that there was, however, practically no evidence 
concerning ports other than New Orleans, Gulfport, Lake Charles, 
Mobile and Pensacola. As the record indicated, there was prac- 
tically no competitive movement of hardwood lumber through 
Pensacola, said he, the report was confined to New Orleans, 
Gulfport, Lake Charles and Mobile. Outlining the situation in- 
volved, Examiner Brown said: 


Only a few of the respondents serve all four of these ports. 
Some do not serve New Orleans. Others serve New Orleans only. At 
il fur ports hardwood lumber arrives at seaboard by rail in box 
cars. Most of this lumber is destined to ports in Continental Europe 
and the United Kingdom. The hardwood lumber ocean rates to such 
loreign ports, as well as to many other points, are the same from 
tach of the four gulf ports concerned herein. From many inland 
woints of production, the rail rates to these gulf ports are also the 
ame. The tariffs of the various railroads serving the four ports 
provide that in all instances where the lumber is not unloaded by 
the railroad there will be no charge for unloading, or if the charge 
has already been collected by the railroad such charge will be re- 
funded. This charge at New Orleans and Lake Charles is 2 cents per 
pw pounds, and at Mobile and Gulfport 1 cent per 100 pounds. At 
Gulfport, Lake Charles and Mobile the steamship lines accept delivery 
of hardwood lumber in box cars on marginal tracks, loading the 
‘umber direct from car into ship. At these ports the shipper is ac- 
dingly relieved of the cost of unloading the cars. At New Orleans 
te steamship lines do not accept delivery in this manner. It is this 
Tutance in practice that is here complained of, the complainant 
th eging that due to the saving to shippers of unloading costs at 
a other ports there results a diversion of hardwood lumber from 
‘ew Orleans to Gulfport, Lake Charles and to Mobile. 


After reviewing the evidence, the examiner summed up his 
‘onclusions as follows: 


‘ DPon the evidence of record it is clear that the ports of Mobile, 
wuiport and Lake Charles are basically different in layout from the 
4 of New Orleans; that the particular preferential berthing sys- 
that obtaining at New Orleans creates a situation very different from 
on at the other ports named, and that, as distinguished from the 
feline es at New Orleans equipped with marginal tracks, the 
a ties at Mobile, Gulfport and Lake Charles were designed and 
iadacted very largely for the express purpose of marginal track 
thi ng. Upon the record the failure of the respondent carriers in 
at ‘roceeding to adopt marginal track loading of hardwood lumber 
of wd Orleans, or in lieu thereof to assume the shippers’ expense 
A. Oading, can not be considered to subject the port of New Or- 
to i: to undue and unreasonable prejudice or disadvantage, nor give 
em ports of Mobile, Gulfport and Lake Charles undue preference 
po ‘onable advantage in violation of section 16 of the shipping 
regul ae as alleged; nor to constitute an unjust or unreasonable 
al “ on or practice in violation of section 17 of that statute as 
sed. An order of dismissal should be accordingly entered. 


MICA RATE REVISION 


; A limited revision of rates on wet and dry ground mica and 
tae or crude mica from points in Virginia and North Carolina 
i recommended by Examiner E. L. Glenn in No. 22192, 
Rich; Preston Co., Inc., et al. vs. C. C. & O. et al., No. 22263, 

mond Mica Corporation vs. A. C. & Y. et al., No. 22225, U. 


S. Mica Manufacturing Co. vs. C. C. & O. et al., and I. and S. 
No. 3346, ground mica from Richmond, Va., to central territory. 

In the title complaint it was alleged that the rates on wet 
and dry ground mica from Spruce Pine, Penland, and Franklin, 
N. C., to various points throughout the United States and Can- 
ada were unreasonable; also that the rates on mica schist from 
Spruce Pine and Penland were unduly preferential of shippers 
of such products at those points and unduly prejudicial to 
shippers of dry ground or wet ground mica; and that the rates 
on wet ground mica from Richmond, Va., to destinations in 
Ohio, Indiana and Michigan were unduly preferential of ship- 
pers from Richmond and unduly prejudicial to shippers of that 
commodity from Spruce Pine. 

In No. 22263, Richmond Mica Corporation vs. A. C. & Y. et 
al., it was alleged that the rates on ground or pulverized mica 
from Richmond to destinations in Maryland, Pennsylvania, New 
Jersey, New York, Massachusetts, Canada, Wisconsin, Mich- 
igan, Illinois and Ohio were unreasonable. In the U. S. Mica 
Manufacturing Co. complaint, it was alleged that the rates on 
scrap mica, suitable for grinding, from Spruce Pine and Frank- 
lin to its plants at Forest Park, Ill., and Rutherford, N. J., were 
unreasonable. 

The schedules in the suspension proceeding proposed to 
restrict the application of the commodity rates on ground mica 
from Richmond to central territory so as to have them apply 
only on dry ground mica. That change would result, said Glenn, 
in the application of fifth class rates on wet ground mica the 
same as applied from Richmond to all other destinations. In 
disposing of the cases, Glenn said: 

Upon consideration of all the facts of record in this case, the 
Commission should find (1) that the rates on wet and dry ground 
mica and scrap or crude mica from points in Virginia and North 
Carolina to destinations in official and southern classification terri- 
tories and other points in the United States and Canada are not 
unreasonable or otherwise unlawful except, to the extent the rates 
on wet ground mica from Spruce Pine and Penland, N. C., to points 
in trunk-line and New England territories exceed the contempo- 
raneously maintained rates on wet ground mica from Richmond, Va. 
to that same territory by more than 10 cents per 100 pounds; and 
(2) that suspended restriction in the application of commodity rates 
on ground mica from Richmond, Va., to destinations in central ter- 
ritory is justified. 

An appropriate order should be entered vacating the suspension 


proceeding, and following compliance with the findings herein made, 
dismissing complaints in the other dockets in these cases. 


MIDWEST COAL REVISION 


A wide-scope readjustment of coal rates in the midwest has 
been proposed by Examiner J. J. Williams, in No. 21993, Mid- 
west Coal Traffic Bureau vs. Arkansas Valley Interurban et al., 
based upon a finding of unreasonableness. This report also 
embraces No. 22615, Bladen Lumber Co. et al. vs. Santa Fe et al. 
The two complaints were heard jointly by Examiner Williams 
and a representative of the Kansas commission. The title com- 
plaint alleged that the rate charged on bituminous coal from 
points in Arkansas, Oklahoma, Missouri and Kansas to inter- 
state destinations in Kansas and Nebraska were and are un- 
reasonable. That is what Examiner Williams proposed that the 
Commission should find. The rates proposed by him are car- 
ried in an appendix not herein reproduced. Williams said the 
Commission should find that a rate of 97 cents per ton on slack 
from the Rich Hill and Pittsburg groups, the former lying on 
both side of the Missouri-Kansas state line and the latter in 
Kansas and also partly in Missouri, to Chanute and Fredonia, 
Kan., was not unreasonable. 

The examiner said that the basis of rates recommended by 
him was maximum only. It was recognized, he said, that con- 
ditions might exist or arise which would warrant lower rates 
in some instances. The prescription of a maximum reasonable 
general basis of rates, he said, did not carry with it approval as 
inherently or relatively lawful any rate between any particular 
points which might be increased to reflect that maximum basis. 
Any such rates, he observed, would be subject to further con- 
sideration in an appropriate proceeding. The railroads, he said, 
should be told to revise their rates to points intermediate to or 
beyond points to which specific rates might be prescribed herein. 
In effecting a revision, he said, the defendants should use the 
recommended rates as a guide and give consideration to the 
element of distance. Inasmuch as this was a general revision, 
reparation should be denied in No. 22615, the complaint in which 
a prayer for reparation was included. 

The examiner proposed the prescription of rates from the 
Pittsburg, Rich Hill, Claremore, Ark.-Okla., and Spadra groups 
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to destinations designated by him as northeastern Kansas, 
northwestern Kansas, central western Kansas, southeastern Kan- 
sas, eastern Nebraska and western Nebraska. He also recom- 
mended rates from the Pittsburg, Rich Hill, Claremore, Henry- 
etta, McAlester, Greenwood and Spadra groups to southwestern 
Kansas. In each instance he recommended a rate on lump and 
on slack. 

To Topeka, which he located in the northeastern Kansas 
group, the examiner recommended a rate of 195 cents on lump 
and 143 cents on slack from the Pittsburg group; 175 and 123 
cents, from the Rich Hill group; 270 and 218 cents, from the 
Claremore group; 295 and 243 cents, from the Arkansas-Okla- 
homa group; and 320 and 243 cents, from the Spadra group. 

To Phillipsburg, located in the northwestern Kansas group, 
he recommended rates of 300 and 260 cents from the Pittsburg 
and Rich Hill groups;. 375 and 335 cents from the Claremore 
group; 400 and 360 cents from the Arkansas-Oklahoma group; 
and 425 and 360 cents from the Spadra group. 

To Ellsworth, in the central western Kansas group, he rec- 
ommended 250 and 182 cents from the Pittsburg, Rich Hill, and 
Claremore groups; 325 and 257 from the Arkansas-Oklahoma 
group; and 350 and 257 from the Spadra group. 

To Fredonia, in the southeastern Kansas group, he recom- 
mended rates of 130 and 97 cents from the Pittsburg group; 
150 and 97 cents from the Rich Hill group; 155 and 115 from 
the Claremore group; 205 and 165 cents from the Arkansas- 
Oklahoma group; and 230 and 165 cents from the Spadra group. 

To Grand Island, in the eastern Nebraska group, he proposed 
rates of 310 and 270 cents from the Pittsburg group; 290 and 
250 cents from the Rich Hill group; 385 and 345 from the 
Claremore group; 410 and 370 cents from the Arkansas-Oklahoma 
group; and 435 and 370 from the Spadra group. 

To Broken Bow, in western Nebraska, he proposed 370 and 
330 cents from the Pittsburg group; 350 and 310 cents from 
the Rich Hill group; 445 and 405 from the Claremore group; 
470 and 430 cents from the Oklahoma-Arkansas group; and 495 
and 430 cents from the Spadra group. 

To Wichita, in the southwestern Kansas group, he recom- 
mended rates of 195 cents on lump and 155 cents on slack from 
the Pittsburg, Rich Hill and Claremore groups; 220 and 180 
cents from the Henryetta group; 245 and 205 cents from the 
McAlester group; 270 and 230 cents from the Greenwood group; 
and 295 and 230 from the Spadra group. 


REFUSED OR UNCLAIMED FREIGHT 


A proposal as to how rule 4, section E, also called 4-E, re- 
lating to the wire notice a railroad is to give to the consignor or 
owner of a car of freight refused or unclaimed at destination 
should be amended, has been made by Special Examiner Claude 
A. Rice in I. and S. No. 3344, notice to consignors or owners of 
carload freight refused or unclaimed at destination. The sched- 
ules under suspension were those filed by the railroads when the 
National Industrial Traffic League and the American Railway 
Association were unable to agree upon the revision to be made 
of rule 4-E of the national code of car demurrage rules. Both 
organizations, Rice said, had asked the Commission in the event 
it found the proposals of the carriers not justified to indicate 
what should be done. 

As the foundation for his further suggestions, Rice said the 
Commission should find the proposed changes in the rule not 
justified. Further, he said, Notes 1 and 2, attached to the rule, 
should be found unreasonable and ordered to be eliminated. 
These notes say under what conditions notice of refusal on un- 
claimed freight need not be sent. The carrier proposal was sus- 
pended upon protest of the National Industrial Traffic League. 
The schedules did not apply in California, Arizona and in only 
a part of New Mexico. The railroads in that territory put into 
effect a revised rule, similar to the one herein condemned, 
effective October 1, 1929. The notice rule was incorporated in 
the demurrage code December 1, 1919, in the federal control 
period, against the objections of the American Railway Associa- 
tion. 

The railroads, according to the examiner, objected to the 
existing rule chiefly because of the telegraph expense incurred 
by them in sending notices, the labor involved, the loss of de- 
murrage which might occur if notice was not sent, and the fact 
that compliance with the rule had tended to antagonize con- 
signees. Wire notice of refusal had to be sent within twenty- 
four hours and of unclaim within twenty-four hours after three 
days that the car remained unclaimed. The question whether a 
car had been refused or unclaimed had to be decided by the rail- 
road agents, who often became involved in controversies with 
consignees. It was estimated that at 50 cents per message the 
sending of such notices cost the railroads $195,000 annually. It 
was estimated that carriers sent unclaimed notices on about one 
per cent of all carload revenue freight. In the proposed rule it 
was provided that an unclaimed notice should be sent only in 
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the event of the consignee being unknown or unlocated which 
it was estimated, would necessitate only about 3,250 notices ae 

Shippers, Rice said, expressed varying views, some bein 
willing to bear the expense of a wire notice and others declaring 
that that expense was small in comparison with the expenses 
incurred by the railroads in soliciting the routing of freight t, 
obtain the haul. 

Consignees objected to the unclaimed notice rule, Rice saig 
for various reasons. Carriers testified that in some instances 
consignees in control of a large volume of freight threatened 
agents with loss of traffic if the agent gave an unclaimed notice 
Consignees, the carriers also alleged, sometimes refused to gay 
whether they would or would not accept cars. The League tes. 
tified, so Rice said, that none of its consignee members had 
objected to the unclaimed rule at conferences when the subject 
was under consideration. But, said Rice, some consignees of 
perishable freight did object. Shippers of lumber, coal and 
perishables were listed by him as greatly interested in the rule. 
His recommendations follow: 


1. That the proposed changes in rule 4, section E, of the national 
code of car demurrage rules have not been justified, and that the 
suspended schedules should be canceled. 

2. That notes 1 and 2 to existing demurrage rule 4, section E, 
are unreasonable and should be eliminated. 

3. That existing demurrage rule 4-E should be so amended as 
to provide for the inclusion of Sundays and legal holidays when 


computing time. 

4. That existing demurrage rule 4-E should be so amended as 
to provide for the assessment of a penalty charge of $1 whenever 
a carrier sends a notice of unclaimed or refused freight by wire, as 
required by this rule, this charge to be collected in the same manner 
as demurrage charges. 

5. That existing demurrage rule 4-E should be further amended 
by defining an unclaimed shipment to be one on which the con- 
signee has failed to guarantee the payment of demurrage charges 
which may accrue while the car is held subject to his orders. Car- 
riers should receive such guarantees on individual cars or in blanket 


form. 
6. That arrival notices should mention the penalty provision, 


the reasons therefor, and designate a local agent with whom con- 
signees may communicate for purpose of guaranteeing the payment 
of demurrage which may accrue. ’ 


CANADA-U. 8. PULPWOOD RATES 


On the ground that the Commission has no jurisdiction to 
prescribe rates from points in Canada to destinations in the 
United States and that complaints seeking such relief do not 
raise an issue within its jurisdiction, Examiner Robert S. 
Simons has proposed the dismissal of No. 19852, Castanea Paper 
Co. vs. Algoma Central & Hudson Bay et al. and No. 21990, 
New York & Pennsylvania Co. vs. D. & H. et al. 

In addition Simons said that although a complaint might 
contain a general prayer for relief in addition to a specific 
prayer, if no relief other than the specific relief prayed for, 
which could not be granted, was indicated, the general prayer 
had to be considered as abandoned. Simons based that propo- 
sition upon Hull vs. Burr, 234 U. S. 712, 34 S. Ct. Rep. 892, a case 
in which the question to be decided was whether a general 
prayer for relief, without any indication of what might be done 
under the general prayer as an alternative for the specified 
relief, could be used for doing something for the complainant. 
The court held that unless something was indicated as an alter- 
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native for the specific relief prayed the general prayer had to © 


be considered as having been abandoned. 

The complainants in these cases specifically asked for the 
prescription of rates on pulpwood from points in Canada to 
points in the United States to replace existing joint rates which 
the Commission might deem reasonable, just, and nonprejudicial 
or nonpreferential. That was what Simons called the specific 
relief prayed for. The general prayer was “and that such other 


and further order or orders be made as the Commission may 
deem proper in the premises,’ a form of general prayer fre- a 


quently used in complaints filed with the Commission. 

Simons stated the points of origin and destination, | 
dealt with the complaints on the basis of motions to dismiss. 
Some of the Canadian carriers, Simons said, filed answers 0 
which they denied that the rates or proportion accruing to them 
were subject to revision by the Commission. They asked that 
the complaints be dismissed as to them. 

Motions to dismiss for lack of jurisdiction were also sub- 
mitted by counsel for defendant carriers operating within the 
United States. 

When these cases were set for hearing No. 20630, J. Fred 
Amsden vs. Canadian National Railways et al. was attached to 
them. Simons said that due to differences in conclusions 
reached with respect to the motions submitted by counsel for 
the United States carriers to dismiss the other complaints for 
want of jurisdiction, the Amsden complaint would not be 
further considered. : 

Motions to dismiss the complaints handled in this —. 
Simons said, were founded upon the fact that the complain's 
sought only the prescription of through rates from points 1 
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canada to points in the United States, “a prayer which obviously 
his Commision cannot grant.” 

“Since complainants do not ask or indicate by evidence that 
they desire either a ‘cease and desist’ order against the lines 
abject to this Commission’s jurisdiction, which will prohibit 
these lines from further participation in the joint through rates 
yith the Canadian carriers,” continues the examiner, “or that 
they desire the prescription of rates from the border to the 
jestinations named, the question naturally arises: Should not 
the complaints be dismissed because the issut raised is not one 
sibject to this Commission’s jurisdiction?” 

He said that thus stated, the debatable constructions placed 
yn the answers of the Supreme Court of the United States to 
the questions certified to that court by the Circuit Court of 
Appeals in News Syndicate Co. vs. N. Y. C., 275 U. S. 179, 48 
3 Ct. Rep. 39, and the argument on the Commission’s further 


: report in Cyanamid & Cyanide from Niagara Falls, 155 I. C. C. 
'4 48, were immaterial matters. 


Omitting the examiner’s dis- 
cussion about the Burr case, supra, his reasons for recommend- 
ing dismissal follows: 


In the opinion of the examiner, this Commission should not in- 
vestigate international joint rates unless compelled to do so by the 
gecific allegations and prayer of a complaint, or in a proceeding 
instituted on its own motion where the question of their propriety is 
yoperly brought to its attention, for otherwise this Commission 
yould lay itself open to the charge that it is voluntarily seeking to 
sume jurisdiction over a debatable matter involving the comity 
{ nations. Before undertaking an examination of rates from 
Canadian origins this Commission at least should have ‘‘color of 
title’ for such an investigation initiated in a proper proceeding, and 
the fact that a complaint may contain a general prayer does not 
yarrant the granting of any relief under that general prayer unless 
the alternative relief sought is indicated. * * * s 

There being no request made by counsel for complainants or 
amy evidence offered to justify the conclusion that complainants 
iesire any relief other than the establishment of through rates lower 
tan the present joint rates from the Canadian origins outlined 
i) their complaints to the destinations named in the United States, 
the examiner is of the conclusion that the complaints do not bring 
1 issue a subject over which this Commission has jurisdiction and 
that they should be dismissed. Under this construction a discus- 
son of the evidence is improper. These conclusions may be thought 
wehnical, but in a matter of this importance it would seem that 
adherence to technical rules of law is the best policy. 


COAL AND BOXBOARD 


Examiner C. E. Simmons, in No. 21195, Lowe Paper Co. 
¢t al vs. Kaydeross Railroad Corporation et al., and No. 21225, 
Kaydeross Paper Co. et al. vs. Same, has recommended that 
the Commission find unreasonable, in the past, also inapplicable, 
the combination rates on bituminous coal, from origin points 
in the Clearfield district in Pennsylvania to West Milton and 
Rock City Falls, N. Y., and award reparation. A similar finding 
was recommended as to combination rates on boxboard, from 
Rock City Falls to Ridgefield, N. J. He recommended repara- 
tion on both coal and boxboard. 

A finding of inapplicability of the rates was recommended 
because the Kaydeross Railroad Corporation had not filed with 
the Commission factors used in making up the combinations. 
That railroad went out of business in July, 1928. The examiner 
sid that the Commission should find that the road, built to 
serve paper mills operating in the territory of Ballston Spa, 
\. Y., in 1896, was a common carrier. It is an electric line 
about 12 miles long, its trunk line connection being the Delaware 
«Hudson. The examiner said that the Commission should find 
the coal rates unreasonable to the extent that they exceeded 
those to Ballston Spa and award reparation, and that the rate 
® boxboard to Ridgefield was unreasonable to the extent it 
txceeded the rate from Ballston Spa. 


CANNED FRUITS AND VEGETABLES 


Examiner Michael T. Corcoran, in No. 22425, Traffic Bureau, 
Chamber of Commerce of Mitchell (S. D.) vs. Santa Fe et al., 
aid No. 22514, Board of Railroad Commissioners of the State 
ot South Dakota vs. Same, has recommended that the Commis- 
‘ion find unreasonable but not unduly prejudicial the rates on 
‘atned fruits and vegetables, carloads, from producing points in 
Colorado common point territory to destinations in South Da- 
‘ola. He further recommended that the rates on the same 
mmodities from producing points in Utah common point ter. 
‘tory to points in South Dakota be found not unreasonable or 
duly prejudicial. Still further he said the Commission should 
ind that the class rates from Utah common point territory to 
‘estinations in South Dakota had not been shown to be unrea- 
‘onable or unduly prejudicial. 

Corcoran said that, following the decision in No. 17000, part 
Western trunk line class rates, the Commission should find 
he rates assailed from Colorado points to destinations in South 

Kota not unduly prejudicial but that the rates subject to a 
tinimum of 40,000 pounds were and for the future would be 
itreasonable to the extent they exceeded or might exceed 35 
ret cent of the contemporaneous first class rates; and that the 


9 
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rates subject to a minimum of 60,000 pounds were and for the 
future would be unreasonable to the extent they exceeded or 
might exceed 30 per cent of the contemporaneous first class rates. 


PROPOSED REPORTS 


Bituminous Coal 


No. 22370, Hoopeston Canning Co. vs. Big Four et al. By 
Examiner Riley A. Gwynn. Dismissal proposed. Interstate rate, 
coal, Harrisburg, Ill., to Hoopeston, Ill., unreasonable to the 
extent it exceeded $1.80 per net ton. Dismissal based on finding 
that there was no evidence that complainant had been damaged. 
Complainant asserted that the amount of reparation claimed, 
$29, was too small to warrant the expense of a witness traveling 
from Hoopeston. Carrier objected to proof in affidavit form. 


Petroleum. Lubricating Oil 


No. 22475, United States Graphite Co. vs. E. J. & E. et al. 
By Examiner Riley A. Gwynn. Dismissal proposed. Rate, pe- 
troleum lubricating oil, East Chicago and Whiting, Ind., to Sag- 
inaw, Mich., not unreasonable or unduly preferential. 


Vinegar 


No. 22484, Louis Maull Co. vs. Rock Island et al. By Exam- 
iner J. M. Fiedler. Dismissal proposed. Rate, three carloads 
of vinegar, Chicago, Ill., to St. Louis, Mo., not unreasonable or 
otherwise unlawful. 

Gravel 


No. 22738, Missouri Portland Cement Co. vs. St. L.-S. F. 
et al. By Examiner Paul A. Colvin. Rate, gravel, Bigbee, Miss., 
to Buntyn, Tenn., inapplicable. Applicable rate $1.265 per net 
ton. Reparation of $25.19 proposed. 


No. 22643, Edward Widmayer vs. A.C. L. et al. By Examiner 
Harold M. Brown. Dismissal proposed. Rate and refrigeration 
charge on beans, carload, Manning, S. C., to Washington, D. C., 
not unreasonable. 

Sand and Gravel 


No. 22742, Majerus Co. vs. St. Paul. By Examiner H. L. 
Main. Rate, sand and gravel, Hawarden, Ia., to Vermillion, S. D., 
unreasonable to the extent it exceeded 3.5 cents per 100 pounds. 
Reparation proposed. 

Rough Lumber 


No. 20680, Liberty Cooperage & Lumber Co. vs. Pennsyl- 
vania et al. By Examiner Paul Coyle. Dismissal proposed. On 
further hearing, rate, lumber, Upland, Ind., to Union City, Pa., 
not unreasonable. Original report, 156 I. C. C. 175, affirmed. 


Fire Brick 


No. 22182, Wickes Boiler Co. vs. Big Four. By Examiner 
John Davey. Rate, fire brick, Osborn, O., to Indianapolis, Ind., 
unreasonable to the extent that it exceeded $1.90 per net ton. 
Reparation proposed. 


Corn and Wheat 


No. 22689, Clark Brown Grain Co. et al. vs. C. G. W.; No. 
22756, Follett & Emert vs. Same, and a sub-number thereunder, 
Farmers’ Elevator Co. vs. Same. By Examiner Roy E. McKee. 
Rates charged, corn and wheat, Bondurant, Dewar and Dunker- 
ton, Ia., to Chicago, Ill, and Kansas City, Mo., inapplicable. 
Applicable rates were 16 cents on corn from Bondurant, Dewar 
and Dunkerton to Kansas City anf Chicago, and 17.5 cents on 
wheat from Bondurant to Chicago. Reparation on account of 
overcharges of $63.74 for Clark Brown Grain Co.; $13.14 for 
Follett & Emert; and $9.55 for Farmers’ Elevator Co., proposed. 


Bars and Plates 


No. 22543, Davenport Locomotive and Manufacturing Cor- 
poration et al. vs. Belt of Chicago et al. By Examiner Paul A. 
Colvin. Dismissal proposed. Rate, iron and steel bars and 
plates, points in the Chicago, Ill., district to Davenport, Ia., 
applicable, and not unreasonable or unjustly discriminatory. 


Bananas and Coconuts 


No. 22235, George F. Burt & Co. et al. vs. C. & N. W. et al., 
and two sub-numbers, Brown Fruit Co. et al. vs. Santa Fe et al., 
and Nash Finch Co. vs. Same. By Examiner Joseph G. Cooper. 
Dismissal proposed. Rates, bananas, in straight carloads and 
mixed carloads with coconuts, Mobile, Ala., New Orleans, La., 
and Gulfport, Miss., to Lincoln, Fairbury, Hastings and Grand 
Island, Neb., not unreasonable or unduly prejudicial. 


Lumber Reparation 


No. 17224, Wausau Southern Lumber Co. vs. Alabama Great 
Southern et al. Report on further hearing proposed by Ex- 
aminer Joseph G. Cooper. Amounts of overcharges and rep- 
aration due complainants in 142 I. C. C. 521, on shipments of 
lumber and other forest products taking lumber rates deter- 
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mined. The report also embraces No. 17068, W. P. Brown & 
Sons Lumber Co. vs. A. G. S. et al.; No. 17298, Wausau Southern 
Lumber Co. vs. A. G. S. et al.; No. 17407, American Lumber and 
Export Co. et al. vs. A. & V. et al.; No. 17858, Southern Pine 
Association vs. A. & V. et al.; No. 17957, Watters-Tonge Lumber 
Co. et al. vs. A. G. S. et al.; No. 19522, South Bend Chamber 
of Commerce for St. Joseph Valley Lumber Co. vs L. & N. 
et al.; No. 19522 (Sub. No. 1), Same vs. L. & N. et al.; No. 
19522 (Sub. No. 2), Same vs. L. & N. et al.; No. 19522 (Sub. 
No. 3), Same vs. A. C. L. et al.; No. 19522 (Sub. No. 4), Same 
vs. L. & N. et al.; No. 19522 (Sub. No. 5), Same vs. L. & N. 
et al.; and No. 19522 (Sub. No. 6), Same vs. L. & N. et al. 


Tin Cans 


No. 22667, Florida Fruit Canners, Inc., vs. A. C. L. et al. 
By Examiner Harold M. Brown. Reparation of $104.17 pro- 
posed on finding failure of defendants to publish and apply from 
Jacksonville to Frostproof, Fla., the rate of 45 cents contem- 
poraneously maintained from Jacksonville to Moore Haven, on 
tin cans, Roanoke, Va., and Baltimore, Md., to Frostproof, un- 
just and unreasonable. 


Cottonseed Meal 
No. 22660, New Orleans Export Co., Ltd., vs. A. C. L. By 
Examiner Roy E. McKee. Reparation of $82.88 proposed on 
finding unreasonable rate of $3.09, cottonseed meal, for export, 
Aulander, N. C., to Norfolk, Va., to extent it exceeded $2.35 per 
net ton. 
Rough Granite 
No. 22005, Montello Granite Co. vs. New Haven et al., em- 
bracing also a sub-number, Same vs. Soo Line et al. By Ex- 
aminer John Davey. Reparation proposed on finding rate, rough 
granite, East Lyme, Conn., and Westerly, R. I., to Montello, 
Wis., inapplicable. Applicable rate, 39 cents, and not unreason- 
able or otherwise unlawful. 
Asbestos Shingles, Etc. 


No. 22549, Eternit, Incorporated, vs. C. B. & Q. et al. By 
Examiner Paul A. Colvin. Dismissal proposed. Rates on hard 
asbestos shingles and accessories, Prospect Hill, Mo., to desti- 
nations in Tennessee, Alabama, Louisiana, and Mississippi, not 
unreasonable or otherwise unlawful. 


Cotton Piece Goods 


No. 22307, Elder Manufacturing Co. vs. B. & A. et al. By 
Examiner J. M. Fiedler. Dismissal proposed. Rates, cotton 
piece goods, points in New England and West Haverstraw, N. 
Y., to St. Louis, Mo., moving in connection with water carriers 
via Norfolk, Va., not unreasonable or otherwise unlawful. 


Sash and Doors 


No. 22430, Farley & Loetscher Manufacturing Co. et al. vs. 
C. B. & Q. et al. By Examiner L. J. P. Fichthorn. Dismissal 
proposed. Rates, sash and doors, straight and mixed carloads, 
Dubuque, Ia., and Chicago, IIll., to points in Florida, applicable. 


Edible Livestock 


No. 22044, Montgomery Live Stock Exchange vs. A. & W. 
P. et al., embracing also No. 22784, Bragg, Millsaps & Blackwell, 
Inc., vs. A. G. S. et al. By Examiner T. P. Wilson. Recom- 
mends Commission find rates, edible livestock, Montgomery 
and Birmingham, Ala., to Baltimore, Md., and other northeast- 
ern destinations not unreasonable in past but that rates from 
Montgomery are and for the future will be unreasonable: those 
on cattle, and on calves, hogs, and sheep in double-deck cars, 
to the extent that they exceed or may exceed 58 cents to Balti- 
more, 61.5 cents to Philadelphia, 65 cents to New York and 
Jersey City, and 72 cents to Boston, and those on calves and 
hogs in single-deck cars to the extent that they exceed or may 
exceed 115 per cent, and those on sheep in single-deck cars to 
the extent that they exceed or may exceed 125 per cent of the 
rates herein prescribed on cattle; that the rates from Birming- 
ham and North Birmingham here assailed are and for the fu- 
ture will be unreasonable to the extent they exceed or may ex- 
ceed to the respective destinations rates 1.5 cents per 100 
pounds lower than those herein found reasonable to the same 
destinations from Montgomery; that maximum reasonable rates 
from Birmingham to Lancaster will be the same as those herein 
prescribed from that point to Philadelphia, and that rates herein 
prescribed should be subject to minima no higher than those on 
which the rates prescribed in the Eastern case (Eastern Live- 
stock Cases of 1926, 144 I. C. C. 731) are applicable. 

Automobiles 

No. 22351, Chapple Brothers vs. Santa Fe et al. By Exam- 
iner Morris H. Konigsberg. Dismissal proposed. Rate, 
passenger automobiles, Syracuse, N. Y., to Tulsa, Okla., not 
unreasonable. 


Commodities to Arkansas 
No. 21474, Little Rock Chamber of Commerce et al. vs. 
A. & R. et al. 


By Examiner R. M. Brown. Dismissal proposed. 
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All-rail rates on numerous commodities and rates on cotton 
fabrics in the original piece, any quantity, from Missouri River 
cities, southwestern gateways, western defined territories 
eastern defined territories, trunk-line territory, and south: 
eastern defined territories, to Little Rock, North Little Rock 
Fort Smith, Pine Bluff, and Jonesboro, Ark., not unreasonable. 
No finding made with respect to issue of undue prejudice. . 
Wooden Boxes 


No. 22397, Richards Shook Corporation vs. New Haven et aj 
By Examiner T. Leo Haden. ; 
boxes, Hanover, Mass., to St. John’s Park Station, New York 
N. Y., be found not unreasonable, but unduly prejudicial to ey. 
tent it exceeds or may exceed the rate concurrently maintained 
on the same commodity from Rochester, N. H., to the game 
destination. 
not sufficient to justify an award of reparation. 


Sugar 


No. 22244, Baffert & Leon et al. vs. Arizona Eastern et al. © 


By Examiner T. Naftalin. Reparation recommended on finding 


unreasonable rates on sugar, to extent they exceeded from points © 


in the southern and northern California groups, respectively. 


66 and 66 cents to Yuma, Ariz.; 71 and 73 cents to Phoenix ; 
and Mesa, Ariz.; and 73 and 77 cents to Tucson, Ariz., minimum © 


60,000 pounds. 


LOUISIANA ABANDONMENT 
Examiner Thomas F. Sullivan, in 


permit abandonment by the Louisiana Railway & Navigation 
Company and abandonment of operation by the Louisiana & 
Arkansas Railway Company of a portion of the Winnfield branch 
in Grant and Winn parishes, La., extending from a point south 
of Winnfield to Aloha, approximately 25 miles. The Louisiana 
Public Service Commission intervened in opposition on behalf 
me = general public interest and on behalf of residents of Winn- 
eld. 
record, it appeared there was not sufficient traffic available or 
in prospect in the area traversed to justify the continued opera- 


tion of the part of the branch sought to be abandoned. On | 


the basis of an average of 30 tons per car, said he, the tonnage 
handled in 1929, approximately 50 per cent greater than in 1928, 
represented 465 carloads of traffic, or an average of 1.55 cars 
per day on the basis of a 300-day year. 
traffic, said he, did not either justify the continued operation 


of 25.38 miles of line or the expenditure of a considerable sum 


of money for rehabilitation. 





B. & O. CONTROL OF B. & S. 


Assistant Director C. V. Burnside, in finance No. 8012, con- | 


trol of Buffalo & Susquehanna by Baltimore & Ohio, has recom- 
mended that the application of the trunk line for authority to 
acquire control of the short line by the purchase of capital stock 
be granted upon a number of conditions. Mr. Burnside said the 
Commission should find that the acquisition would be in the 
public interest and that the consideration, terms and conditions 
were just and reasonable. He said the applicant declared its 
intention, should its application be approved, to maintain all 
existing routes and channels of trade between the Buffalo & 
Susquehanna and its connections, unless and until otherwise 
ordered by the Commission. 

Approval of the application, said he, should be conditioned 
upon the performance of that promise as well as upon the 
continued offer by the applicant for a period of six months to 
acquire the remaining outstanding stock of the Buffalo & Sus 
quehanna at the same price it had agreed to pay for the shares 
already deposited under the offer of the Baltimore & Ohio to 
buy the stock. He said that since complete consolidation would 
necessitate further proceedings the applicant should also be re 
quired to preserve the continuity of records and statistics of the 
Buffalo & Susquehanna for comparative purposes. 

Mr. Burnside sketched the plan of the Baltimore & Ohio 
use part of the Buflalo, Rochester & Pittsburgh, and the Buffalo 
& Susquehanna as parts of its proposed short and low grade 
line through Pennsylvania to shorten its distance between New 
York and Chicago. 

Opposition to the acquisition was displayed by the Delaware 
& Hudson. Mr. Burnside said that that carrier argued that 20 
public interest in the acquisition of the Buffalo & Susquehanve 
by the Baltimore & Ohio had been established that was not con 
ditioned upon its acquisition of control of the Reading, and — 
as it had not been shown that the applicant had reasonable 
prospect of obtaining such control, the public interest red oe 
by the statute had not been established. Mr. Burnside said Uf 
case had a broader aspect and that the present controlling - 
sideration was the most advantageous disposition of the Bulla 
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; susquehanna in the building up of an efficient and economical 
yansportation system. 


LAKE CARGO COAL AGAIN 


The Traffic World Washington Bureau 


The lake cargo coal controversy was revived March 14 with 
gbmission to the Commission of a complaint by August G. 
gutheim, on behalf of the Western Pennsylvania Coal Traffic 
pureau and Western Pennsylvania Bituminous Coal Producers, 
yainst the Baltimore and Ohio and other railroads. 

The allegation is that complainants are subjected to unduly 
prejudicial rates on lake cargo coal and that their competitors 
i, West Virginia, Virginia, Kentucky, and Tennessee are pre- 
red. Nonprejudicial and nonpreferential rates are asked. 
complainants ask that, as may be necessary and proper, in order 
accord relief to complainants to which they are entitled, the 
commission shall invoke and utilize its maximum and minimum, 
its maximum or minimum, rate powers with respect to all 
ates brought in issue before it in the case. 

The complaint is an attack on the present adjustment, a 
sajor feature of which is the 35 cent compromise differential 
tween the Pittsburgh district and the southern competing 


iistricts. 


The question as to whether the Commission has jurisdiction 
mder the average demurrage agreement over intrastate and 
interstate cars is discussed in No. 21765, Interstate Engineering 
& Construction Co. vs. Pennsylvania, by Windsor F. Cousins 
ad William F. Zearfaus, counsel for the railroad company. 
The complaint raised the question whether demurrage charges 
were properly assessed on cars held at Manasquan, N. J‘, in 
Yay, June and July, 1926. The question as to jurisdiction over- 
shadows that as to whether the charges were properly assessed. 

Examiner F. A. Christoph, in a proposed report under the 
shortened method of procedure, pointed out that Vulcanite and 
Manasquan were both in New Jersey and that the testimony 
filed to disclose that the cars upon which demurrage was 
assessed had been in interstate commerce. He said the com- 
jlainant had not shown affirmatively that the Commission had 
jwisdiction of the claim. Therefore, he said, the claim had to 
te dismissed. However, the matter was set down for hearing 
before Examiner E. L. Glenn, who said that the purpose of the 
hearing was to afford the carriers and complainant an opportunity 
0 prove jurisdiction. 

Attorneys for the Pennsylvania asserted that jurisdiction 
lid attach because the average demurrage agreement constituted 
ai indivisible contract covering all cars and that unless the 
westion of state and interstate could be disregarded there would 
lave to be two average demurrage agreements, one for state 
aid the other for interstate traffic. They called attention to 
lhe fact that the Commission, on January 17, 1916, indorsed the 
vised national car demurrage rules which included the aver- 
age agreement, subject only to its right and duty to inquire 
into the legality and reasonableness of any rule or rules which 
night be made the subject of complaint. 

Two separate average agreements, the attorneys asserted, 
vould undoubtedly involve serious disadvantages to the shipping 
jublic. The very idea Of the average agreement, they said, was 
‘0 permit the shipper to average his performances throughout 
4given period and that the advantage to him of this method 
of dealing with demurrage would be largely destroyed if he were 
‘quired to divide his cars in respect to their points of origin 
and destination. A single average agreement, they said, had 
long been in effect and that the shipping public was accustomed 
0 it. They further declared that undoubtedly the public would 
ve seriously disturbed by any development which would require 
‘WO separate agreements. 


PETITIONS FOR REHEARING, ETC. 


i No. 21635, Dewey Portland Cement Co. vs. Burlington et al. 
Universal Atlas Cement asks for further hearing in this case. 
, No. 17448, Peaslee-Gaulbert Co. vs. Santa Fe et al. De- 
— ask for amendment of order of August 11, 1928, in 
ihis cage, 
, No. 17817, Chicago Gravel Co. et al. vs. Santa Fe et al. 
‘gin, Joliet & Eastern asks for reopening. 
th No. 21939, sand, gravel and crushed stone from Indiana and 
a points to destinations in Illinois, No. 21372, Ohio & 

idiana Stone Co. et al. vs. Big Four et al., and I. and S. 3093, 
‘and, gravel and crushed stone from Indiana points to destina- 
“ons in Illinois. Burlington asks for rehearing therein. 

No. 20928, Froeber-Norfleet, Inc., et al. vs. Southern et al. 
- No. 22645, W. L. Brogden Co. et al. vs. Southern et al. 
em Dlainants ask for reconsideration and/or modification of 
Port and order. 
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No. 20120, Rudy Patrick Seed Co. et al. vs. Abilene & 
Southern et al., and No. 20147, Magelsdorf Seed Co. vs. Santa 


Fe et al. Defendants ask to modify order entered in these 
cases dated January 4, 1930, so as to eliminate therefrom the 
western part of the state of New Mexico. 

I. & S. 3130, part 6, wooden handles, Consolidated South- 
western Cases. Jonesboro Freight Bureau, American Handle 
Co., Amos Handle Co., Sallee Bros., and W. E, Bruner & Sons, 
protestants, ask that date (now fixed as March 31, 1930), on 
or before which briefs herein shall be filed, be postponed for 
sixty days and for as much longer as may be necessary; that 
an order be entered herein requiring respondents to supply in 
evidence at a future hearing or rehearing, statistical data re- 
quested by protestants in their motion of January 22, 1930, and 
filed herein on or about that date, but not yet acted upon by 
the Commission; and, that a further hearing or a rehearing 
herein be granted for purpose of receiving in evidence aforesaid 
statistical data and also for the purpose of receiving in evidence 
certain evidence which was wrongfully ruled out and excluded 
by the presiding examiners. 

No. 20693, Ichabod T. Williams & Sons vs. Atlantic Coast 
Line et al. Complainants ask for rehearing, reargument and/or 
reconsideration. 

No. 21939, sand, gravel and crushed stone from Indiana and 
Illinois points to destinations in Illinois, I. & S. 3093, sand, 
gravel and crushed stone from Indiana to destinations in Illinois, 
and No. 21372, Ohio & Indiana Stone Co. et al. vs. Big Four et al. 
Chicago & Eastern Illinois ask for reopening and rehearing and 
for an extension of the time within which the Commission has 
directed that tariffs shall be filed and that rates shall be estab- 
lished and shall become effective. 

No. 21635, Dewey Portland Cement Co. vs. Burlington et al. 
St. Louis & Hannibal, a defendant herein, asks for reopening 
of said proceeding, to take further evidence. 

No. 18801, Arkansas Cotton Trade Association vs. St. Louis- 
San Francisco et al. Complainants ask for oral argument before 
entire Commission and for reconsideration upon record as 
made. 

No. 22824, State of New Jersey vs. New York Central et al. 
State of New Jersey asks for an order requiring certain of the 
defendants to prepare, and file with the Commission, a special 
report, which will disclose information pertinent to this case. 

No. 18650, Peninsula Produce Exchange vs. Pennsylvania 
et al. and cases grouped therewith. Defendants ask for rehear- 
ing with respect to reparation. 


COMMISSION ORDERS 


No. 20906, W. H. Daugherty & Sons Refining Co. vs. Balti- 
more & Ohio. Complainant’s petition for reconsideration as to 
rate for future and as to reparation, or, in the alternative, for 
reconsideration as to reparation only denied. 


No. 20414, Traffic Bureau of Aberdeen, S. D., Chamber of 
Commerce et al. vs. Great Northern et al. Complainants’ peti- 
tion for reconsideration and modification of decision denied. 


No. 21577, Rapp Lumber Co. vs. Louisville & Nashville. 
Complainant’s petition for oral argument and/or reconsidera- 
tion denied. 


No. 20149, Clay Products Traffic Association of St. Louis 
District vs. Akron, Canton & Youngstown et al. Petition of 
defendants other than Chicago & Alton, and Wabash for re- 
hearing, reconsideration and postponement of effective date of 
order denied. 

I. & S. 3324, paper stock between St. Louis, Mo., and points 
in Illinois taking Alton & Wood River rates. Respondents’ 
petition for rehearing, reconsideration and oral argument in this 
case denied. 

Fourth Section Application No. 60 et al., cotton piece goods, 
any quantity from south. Petition for a postponement of effec- 
tive date of Fourth Section Order 10155, cotton piece goods, any 
quantity from south, entered in No. 21645, Moore Shirt Factories 
Co. vs. Atlantic Coast Line, 160 I. C. C. 154, on December 16, 
1929, denied, sufficient justification not having been shown. 

No. 6469, application of New Haven for permission to con- 
tinue certain service by water after July 1, 1914. Proceeding 
reopened for further hearing at such time and place as Com- 
mission may hereafter direct. 

No. 19623, W. J. Small, et al. vs, Abilene & Southern et al. 
Proceeding reopened for reconsideration on record as made. 

No. 21404, C. M. Bailey’s Sons & Co. vs. Pennsylvania et al. 
Complainant’s petition for further consideration or rehearing 
and cancelation of order of dismissal denied. 

No. 16724, Manassa Timber Co. vs. Louisville & Nashville 
et al. Petition of complainant for reconsideration of facts in 
record in light of decision in No. 15408, Milne Lumber Co. vs. 
Big Four, 144 I. C. C. 332, denied. ; 

No. 20579, Perrine-Armstrong Co. Com- 


vs. Erie et al. 
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plainant’s second petition for further hearing in relation to rule 
77 of the Tariff Circular denied. 

No. 21146, Watab Paper Co. vs. Chicago & North Western. 
Complainant’s petition for rehearing denied. 

No. 21445, Southgate Produce Co. vs. Pennsylvania et al. 
Petition of defendant, Pennsylvania, for further hearing or for 
reconsideration of report and order in so far as carload rates 
are concerned, and for postponement of effective date of order 
denied. 

No. 21073, George E, Fern vs. Baltimore & Ohio et al. Com- 
plainant’s petition for reargument under shortened procedure 
denied. 

No. 23074, Atlantic Terra Cotta Co. et al. vs. Akron, Canton 
& Youngstown et al. Northwestern Terra Cotta Co. and Amer- 
ican Terra Cotta and Ceramic Co. permitted to intervene. 

No. 18805, Permutit Co. vs. Central Railroad of New Jersey 
et al. Defendants’ petition for further hearing or for reopening 
and consolidation with No. 22369, Permutit Co. vs. Pennsylvania 
et al. 

No. 21904, Williamson Veneer Co. vs. Baltimore & Ohio 
et al. Proceeding reopened for further hearing, and complain- 
ant’s petition for reconsideration denied, in view of division 3 
reopening the case for further hearing. 

No. 23040, New Jersey Traffic Advisory Committee vs. New 
York Central et al. New York Board of Trade, Inc., permitted to 
intervene. 

No. 22955, Colonial Navigation Co. vs. New Haven et al. 
Proceeding discontinued. 

No. 13831, Peerless White Lime Co. et al. vs. Chicago & 
Eastern Illinois et al. Complainants’ second petition for recon- 
sideration and/or rehearing and/or reargument denied. 

No. 20574, Barnhart Coal Co. et al. vs. Chicago & Eastern 
Illinois et al. and No. 20759, Poll Construction Co. vs. Chicago 
& Eastern Illinois. Petition of defendant, Chicago & Eastern 
Illinois, for further hearing and for extension of time within 
which Commission has directed that payments of reparation 
should be made, denied. 

Finance No. 7363, proposed construction by Yates & West 
Texas. Proceeding reopened and assigned for further hearing 
at a time and place to be fixed. 


No. 21424, Shafton Co. et al. vs. Florida East Coast et al. 
Complainants’ petition for further hearing before final submis- 
sion denied. 


No. 22052, Alabama By-Products Corporation et al. vs. 
Louisville & Nashville et al. Hamilton Coke & Iron Co. per- 
mitted to intervene. 


No. 23074, Atlantic Terra Cotta Co. et al. vs. Akron, Canton 
& Youngstown et al. American Enameled Brick & Tile Co. 
permitted to intervene. 

No. 23111 (and Sub. 1), Pennsylvania Glass Sand Corpora- 
tion vs. Akron, Canton & Youngstown et al. Procter & Gamble 
Co. and Procter & Gamble Manufacturing Co. permitted to in- 
tervene. 

No. 20830, Kali-Inla Coal Co. vs. Rock Island et al., and 
No. 21031 (and Sub. 1), Corporation Commission of Oklahoma 
vs. Santa Fe et al. The effective date of order of December 12, 
1929, in said proceedings, as subsequently amended, has been 
further postponed until May 1, 1930. 

No. 11446, Northern West Virginia Coal Operators’ Associa- 
tion vs. Pennsylvania, Director-General, as agent, et al. Com- 
plainants’ petition for reconsideration, dated January 20, 1930, 
denied. 

No. 20120, Rudy-Patrick Seed Co. et al. vs. Abilene & South- 
ern et al., and No. 21047, Mangelsdorf Seed Co. vs. Santa Fe 
et al. The order entered in these proceedings on January 4, 
1930, which was by its terms made effective on April 14, 1930, 
upon not less than 30 days’ notice, has been modified so that 
it will become effective on May 14, 1930, upon not less than 30 
days’ notice. 

No. 17329, American Distilling Co. vs. Akron, Canton & 
Youngstown et al. The second supplemental report of December 
27, 1929, has been amended by substituting in the appendix to 
the said report, 28.5 in lieu of 26.5, as the difference, in cents, 
to be observed in rates on denatured alcohol, in carloads, from 
Peking, Ill., and New Orleans, La., to Muscatine, Ia. 

Fourth Secton Application 13722, grain and grain products, 
hay and related articles between points in Texas. The petition 
dated January 13, 1930, filed by A. C. Fonda, agent, as amended 
January 17, 1930, for a modification of Fourth Section Order No. 
10099 (corrected), grain and grain products, hay and related 
articles between points in Texas, entered therein, has been de- 
nied, sufficient justification not having been shown. 

Finance No. 6596, construction of extension by Bellefonte 
Central, Finance No. 6627, acquisition of line by Bellefonte 
Central and No. 20952, joint use of terminal facilities at Tyrone, 
Pa., by Bellefonte Central. The time prescribed in said cer- 
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tificates and order within which the Bellefonte Centra] Shall 
complete construction of extension of its line of railroad therein 
authorized, has been further extended to July 1, 1930. 

No. 13535, Corporation Commission of Oklahoma ys. Aber- 
deen and Rockfish et al., and cases grouped therewith. Nationa] 
Preservers’ Association, Inc., permitted to intervene. 

No. 20567, Atlantic Lumber Co. vs. Louisville & Nashville 
et al. Order entered in this proceeding on September 12, 1999 
as subsequently modified, has been vacated and set aside. 

No. 22955, Colonial Navigation Co. vs. New Haven et aj 
Boston Chamber of Commerce permitted to intervene. 

Finance No. 8089, application of Texas Short Line for cer. 
tificate to construct an extension of its line of railroad in Van 
Zandt county, Tex. Pure Oil Co., and Sun Oil Co., permitted to 
intervene. 

No. 21348, Meridian Traffic Bureau et al. vs. Alabama Great 
Southern et al. Proceeding reopened for further consideration. 

No. 22907, Illinois Silica Sand Traffic Bureau vs. Akron, 
Canton & Youngstown et al. Procter & Gamble Co. permitted 
to intervene. 

No. 23040, New Jersey Traffic Advisory Committee vs. New 
York Central et al. The Fifth Avenue Association, Inc., Eighth 
Avenue Association, Inc., of New York, the Procter & Gamble 
Co., Procter & Gamble Manufacturing Co. and Maritime Aggo. 


ciation of Boston Chamber of Commerce permitted to intervene. © 


No. 23044, Blue Ridge Glass Corporation vs. Akron & Bar. 
berton Belt et al. Mississippi Glass Co. permitted to intervene. 

No. 22824, State of New Jersey vs. New York Central et al. 
National Association of Waste Material Dealers, Inc., Associa- 
tion of American Woodpulp Importers and the Fifth Avenue 
Association, Inc., permitted to intervene. 

No. 15382 (and Sub. 1), Tidal Refining Co. et al. vs. Santa 


Fe et al., and cases grouped therewith. Petition of Central : 


Freight Association Lines for an interpretation of Commission's 
report and order herein, denied. 


SUSPENDED TARIFFS 
In I. and S. No. 3431, the Commission suspended from 





March 10, until October 10, schedules in numerous tariffs filed ; 


by various carriers and agents. The suspended schedules pro- 
pose changes in the uniform diversion and reconsigning rules 
affecting carload shipments accorded second or subsequent 
changes in destination. (See Traffic World, March 8, p. 637, 
“Grain Reconsignment.’’) 

In I. and S. No. 3432 the Commission suspended from March 
10, until October 10, schedules in Atchison, Topeka and Santa 
Fe I. C. C. No. 10909. The suspended schedules propose to 
cancel free out-of-line service on grain and grain products, car- 


loads, from various Kansas, Oklahoma and Texas origins to : 


certain destinations in southeastern Kansas when transited at 


Hutchinson, Kan., which will result in increases of generally | 


3% cents per 100 pounds on such shipments. The following 
statement is illustrative, rates in cents per 100 pounds on wheat, 
Cc. L.—to Cherryvale, Kan.: 


From Harper, Kans., present 17.5, proposed 21; Woodward, Okla. | 


present 22, proposed 25.5. 


1. C. C. REPARATION POWER 
The question whether the Commission has the power to 
make an order of reparation when it orders a reduction in rates 
which it had, on a former occasion prescribed, has been taken 
into the federal district court at Meridian, Miss., in Eagle Cotton 
Oil Co. vs. Southern. The plaintiff has sued the railroad for 


the recovery of reparation, $12,217.93, awarded in a case of the § 


same title, reported in 140 I. C. C. 181, and 146 I. C. C. 687. The 
case is set for March 17, but the Southern has asked for 4 
continuance. 

So far as attorneys for the Southern know, this is the first 
time the question has been raised in a federal court. If the 
question has been raised in any court it has not been pressed 
to a conclusion. In some arguments before the Commission 
attorneys for railroads have contended that the Commission has 
no power of that sort. Attorneys for shippers have argued that 
the lapse of time, bringing changes in circumstances and con- 
ditions, warns a carrier that the interstate commerce law makes 
it the duty of a railroad at all times to maintain only just, re 
sonable, non-prejudicial and non-preferential rates and the dut} 
of the Commission to prescribe such rates in the event the 
railroad fails to act. 

A similar question has been raised in some state courts as 
to the power of a state commission. As read by attorneys for 
the railroads, the state cases have all held that the state com- 
missions have no power to award reparation when they reduce 
rates which they had theretofore prescribed. 
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Loss and Damage Decisions , 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National Reporter System, 
, published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 
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DELAY IN TRANSPORTATION OR DELIVERY 


(Court of Civil Appeals of Texas, San Antonio.) Tariffs 
jled as required by federal transportation act (49 USCA, sec. 6) 
ye binding on both shipper and carrier.—Texas & N. O. R. Co. 
tal. vs. Wolfson, 23 S. W. Rep. (2d) 455. 

In action against carrier for loss of banana shipment, due 
» delay in transit and failure to re-ice car, owner, who knew 
it delay in time to have given instructions for re-icing, but did 
wt do so, held negligent, in view of tariff rule, under federal 
sansportation act (49 USCA, sec. 1 et seq.), that carrier is not 
und to ice, except at established icing stations, and that 
jnanas must not be re-iced without specific instructions.—Ibid. 

In action for loss of banana shipment, due to delay in tran- 
it and failure to re-ice car, carrier held not negligent in failing 
 re-ice; in absence of instructions to do so, in view of tariff 
mle, under federal transportation act (49 USCA, sec. 1 et seq.), 
that bananas must not be re-iced without specific instructions.— 
Ibid. 





CARRIAGE OF LIVE STOCK 

(Supreme Judicial Court of Maine.) In action against car- 
rer for injuries to horses in transit, on ground that horses were 
hipped in improperly fitted car, in that floor was wet and 
iippery, plaintiff must prove that loss actually resulted from 
wgligence of express company.—Edwards vs. American Ry. Ex- 
press Co., 148 Atl. Rep. 679. 

In proving that damage to horses in transit resulted from 
wgligence of defendant express company, plaintiff’s proof lies 
vithin limits of his allegations, and must be of legal weight 
ud sufficiency, since mere conjecture or choice of possibilities 
snot proof.—Ibid. 

In action against express company for injuries to horses 
in transit, evidence held insufficient to support verdict for plain- 
iff on ground that horses were shipped in improperly fitted 
ar, in that floor was wet and slippery and should have had 
covering of hay or gravel, since, under evidence, it was only 
conjecture that condition of floor was proximate cause of dam- 
4ge,—Ibid. 





LOSS OF OR INJURY TO GOODS 


(Circuit Court of Appeals, Second Circuit.) Bill of lading 
wering transportation of certain skins became contract be- 
ween carrier and shipper at time it was accepted by carrier 
vithout comment or change, though not becoming a bill of lading 
‘ricti juris -until signed and delivered.—Charles J. Webb & 
am, Inc., vs. Central R. Co. of New Jersey, 36 Fed. Rep. (2d) 
102, 


Uniform bill of lading drawn under interstate commerce 
act, sec. 1 (3), as amended by transportation act, sec. 400 (49 
(SCA, sec. 1 (3)), included lighterage as well as rail carriage, 
respected rights and obligations of parties thereto.—Ibid. 

Generally, carrier becomes responsible as such immediately 
on delivery unless shipper has something to do with goods 
some time thereafter.—Ibid. 

_ Carrier under uniform bill of lading was liable for destruc- 
ton of goods on lighter, regardless of whether it was negligent 
& including all services, whether those of a common carrier 
it those accessorial thereto.—Ibid. 

Provision of uniform bill of lading, excluding lighterage in 
Tacross harbors when performed by rail carriers from limita- 
on statute, 46 USCA, sec. 182, was controlling in determining 
ights of carrier to exemption from fire losses under such 
ttatute—Ibid. P 
: Where complaint declared upon bill of lading, which was 
ileged to have been issued before goods were laden, the proof 
of execution of bill after cars were loaded acceptance as con- 
Tact at once, to be formally executed later, did not constitute 
‘ Variance which was material, in view of fact that no harm 
‘“uld possibly have resulted.—Ibid. 





(St. Louis Court of Appeals, Missouri.) Where shipment 
sinated in Georgia for delivery in New York, rights, duties 
_ obligations of parties were to be determined by acts of 
— and rules of law as applied by federal courts, under 
“ USCA, see. 81, and not by laws or decisions of local courts.— 


Ori 
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Dock & Mill Co. vs. Southern Ry. Co., 23 S. W. Rep. (2d) 202. 

Where assignee of consignee did not actually pay for and 
acquire straight bill of lading until after consignor’s written 
order to stop and divert car, unpaid consignor held to have right 
to stop shipment while in transit.—Ibid. 

Where consignor exercises right of stoppage in transitu, 
title to goods, so far as carrier is concerned, revests in con- 
signor, and carrier is bound to obey directions to divert ship- 
ment and deliver to one designated by consignor; otherwise 
carrier would become liable as for conversion for failure to 
obey instruction.—Ibid. 

Provision in bill of lading issued by initial carrier, des- 
ignating delivering carrier to whom shipment was to be turned 
over, held not to constitute delivering carrier agent for initial 
carrier, to receive notice, required by federal bills of lading act, 
secs. 8, 9, 10 (49 USCA, secs. 88-90) of claim to shipment by 
assignee of consignee, where there was no agreement shown 
under which delivering carrier was constituted agent of initial 
carrier concerning particular shipment.—Ibid. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, W. D. Missouri, W. D.) As condition prece- 
dent to suit to enjoin and set aside order of Interstate Com- 
merce Commission, fixing new basis for divisions of joint rates 
applying on traffic points in southwestern and western trunk 
line territories and rates applying to traffic between points in 
southwestern territory and eastern territory passing through 
western trunk line territory, such issues must first have been 
presented to and passed upon by Interstate Commerce Com- 
mission, since courts would not ordinarily have original juris- 
diction.—Beaumont, S. L. & W. Ry. Co. et al. vs. United States 
et al., 36 Fed. Rep. (2d) 789. 


Interstate Commerce Commission has power and jurisdiction 
to determine preliminary and fundamental question of what is 
just, reasonable, and equitable division of joint freight rates.— 
Ibid. 


Finding of Interstate Commerce Commission on issue of 
reasonableness of division of joint freight rate between carriers 
is conclusive, if supported by substantial evidence, unless there 
is some irregularity in proceeding or some error in application 
of rules of law under 49 USCA, sec. 15 (6).—Ibid. 


Interstate Commerce Commission is not required to con- 
form to rules governing weight or effect of evidence.—Ibid. 

Admission of evidence before Interstate Commerce Com- 
mission which in judicial proceedings would be incompetent does 
not invalidate orders of Commission.—Ibid. 

In suit to enjoin and set aside orders of Interstate Com- 
merce Commission fixing new basis for division of joint rates 
applying on traffic points in southwestern and western trunk 
line territories and rates applying to traffic between points in 
southwestern territory and eastern territory passing through 
western trunk line territory, court must approve or disapprove 
of order of Commission, and is without authority to modify it.— 
Ibid. 

Although Interstate Commerce Commission performed quasi 
judicial function in fixing new basis for divisions of joint freight 
rates applying on traffic points in southwestern and western 
trunk line territories and rates applying to traffic between points 
in southwestern territory and eastern territory passing through 
western trunk line territory, nevertheless it is not for court, in 
suit to enjoin and set aside order, to weigh evidence or to inquire 
into wisdom or soundness of conclusion reached by Commission. 
—Ibid. 

Order of Interstate Commerce Commission, fixing new basis 
for division of joint rates applying on traffic points in south- 
western and western trunk line territories, will not be set aside 
because revenue accruing to petitioners thereunder is not ex- 
actly proportionate to cost per ton-mile of service, since average 
length of haul affects cost per ton-mile, and Commission cannot 
base decision on any one claim, either cost of service, necessity, 
density of traffic, or any other single fact or element.—Ibid. 

Interstate Commerce Commission is body informed as to 
railroad conditions and railroad problems, and, being expert in 
matters of rate regulation, it may be presumed to be able to 
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draw inferences in such matters that are not obvious to others. 
—Ibid. 

In suit to enjoin and set aside order of Interstate Commerce 
Commission fixing new basis for divisions of joint rates apply- 
ing on traffic points in southwestern and western trunk line ter- 
ritories and rates applying to traffic between points in southwest- 
ern territory and eastern territory applying through western 
trunk line territory, such order held not void as against conten- 
tion that it was based on averages and did not take into con- 
sideration each individual carrier, where petitioners did not 
object to handling of case on group basis until suit to set aside 
order was commenced, and order does not preclude independent 
line from afterward showing resulting injustice.—Ibid. 

It is well established that individual rates or divisions, which 
are typical of all, afford proper basis for finding as to any one 
respecting freight rates.—Ibid. 

Interstate Commerce Commission may make group order 
fixing basis for divisions of joint rates applying on traffic points 
in southwestern and western trunk line territories and rates 
applying to traffic between points in southwestern territory and 
eastern territory passing through western trunk line territory, 
notwithstanding that all carriers having mileage in western 
trunk line territory and southwestern territory were not made 
respondents.—Ibid. 

Order of Interstate Commerce Commission, fixing basis for 
divisions of joint rates applying on traffic points in south- 
western and western trunk line territories and rates applying 
to traffic between points in southwestern territory and eastern 
territory passing through western trunk line territory, held not 
invalid as against contention that there was no testimony before 
Commission respecting importance to public of transportation 
services of each respondent and that order wes not in public 
interest within interstate commerce act, sec. 15, par. 6, since 
question of public interest is not susceptible of direct proof, 
but must be gathered from all facts and circumstances.—lIbid. 

Order of Interstate Commerce Commission, fixing new basis 
for divisions of joint rates applying on traffic points in southwest- 
ern and western trunk line territories and rates applying to traffic 
between points in southwestern territory and eastern territory 
passing through western trunk line territory, held not invalid 
as against contention that proceeding was so arbitrary and con- 
trary to purposes of interstate commerce act as to be denial of 
due process.—lIbid. 


Interstate Commerce Commission, in making order fixing 
new basis for divisions of joint rates applying on traffic points 
in southwestern and western trunk line territories and rates 
applying to traffic between points in southwestern territory and 
eastern territory passing through western trunk line territory, 
held not to have exceeded its authority in prescribing minimum 
divisions to be received by western trunk line road, since under 
interstate commerce act, sec. 15, par. 6, Commission was author- 
ized to fix divisions.—Ibid. 

Order of Interstate Commerce Commission, fixing new basis 
for divisions of joint rates applying on traffic points in south- 
western and western trunk line territories and rates applying 
to traffic between points in southwestern territory and eastern 
territory passing through western trunk line territory, held not 
invalid as being confiscatory, notwithstanding evidence showing 
that certain of railroads eurn less than 5% per cent upon total 
investment.—Ibid. 

In proceeding before Interstate Commerce Commission in- 
volving freight rates, granting or denying of petition for rehear- 
ing is ordinarily discretionary.—Ibid. 

In proceedings before Interstate Commerce Commission in 
which order was made fixing new basis for divisions of joint 
rates applying on traffic points in southwestern and western 
trunk line territories and rates applying to traffic between 
points in southwestern territory and eastern territory passing 
through western trunk line territory, refusal of Commission to 
grant rehearing held not denial of due process of law, where 
petition was given careful consideration and some modifications 
of order were made.—Ibid. 

Refusal of Interstate Commerce Commission to grant peti- 
tion for rehearing in rate proceedings held not reviewable in 
suit to enjoin and set aside order of Commission.—Ibid. 

Contention that Interstate Commerce Commission, in rate 
proceedings, went outside record in entering order by assuming 
without evidence that book values of southwestern lines were 
on less conservative basis than book values of carriers in central 
western and northwestern regions, held to be based on mis- 
apprehension of record, where Commission referred to its own 
decision in another proceeding, but did not accept finding as 
evidence.—Ibid. 

Interstate Commerce Commission, fixing new basis for di- 
visions of joint rates applying on traffic points in southwestern 
and western trunk line territories and rates applying to traffic 
between points in southwestern territory and eastern territory 


The Traffic World 





Vol. XLV, No. 11 





passing through western trunk line territory, held to have all: 
thority to use southwestern rate scale, which was not in 
evidence, as mechanical device or method for dividing Tateg ip 
proportion warranted by facts without first notifying Southwest. 
ern lines of intention so to do.—Ibid. 

Order of Interstate Commerce Commission, fixing new basis 
for divisions of joint rates applying on traffic points in south. 
western and western trunk line territories and rates applying to 
traffic between points in southwestern territory and eastern te. 
ritory passing through western trunk line territory, held not in- 
valid as against contention that Commission did not have before 
it evidence showing cost of operation on respondents’ line ¢op. 
fined to western trunk line territory, where railroads offereg jp 
evidence statistics consisting of system figures, including inyeg. 
ment and results of operation outside territory, and conclusioy 
of Commission was not confined to such evidence.—Ibid. 

In rate proceedings before Interstate Commerce Commission 
involving southwestern and western trunk line territory, faq 
that statistics offered by railroad consisted of system figures 
including investment and results of operation of lines outside 
such territory might go to weight of testimony, but not to its 
admissibility.—Ibid. 

Order of Interstate Commerce Commission, fixing new basis 
for divisions of joint rates applying on traffic points in goutp. 
western and western trunk line territories and rates applying 
to traffic between points in southwestern territory and easter 
territory passing through western trunk line territory, held not 
invalid on ground that Commission went outside record and 
gave consideration to certain statistics of Great Northern, North. 
ern Pacific, Western Pacific and Union Pacific Railroad—Ibjq 

Order of Interstate Commerce Commission, fixing new basis 
for divisions of joint rates applying on traffic points in south. 
western and western trunk line territories and rates applying 
to traffic between points in southwestern territory and eastern 
territory passing through western trunk line territory, held not 
invalid, on ground that Commission went outside record in 
assuming that operating conditions on certain parts of Wabash 
and Illinois Central railroads lying without western trunk line 
territory, were more favorable than operating conditions in 
western trunk line territory, where statement complained of 
did not constitute finding and decision was not dependent on 
any such alleged assumption.—lIbid. 

In rate proceedings, contention that density figures for 1927 
referred to by Interstate Commerce Commission were not in 
record, held not warranted by record, where report stated data 
referred to was incorporated in special reports secured annually 
by Bureau of Statistics, and there was stipulation that Con- 
mission might refer to reports on file with it.—Ibid. 

Rate order of Interstate Commerce Commission held not set 
aside as to reorganized company, which came into being during 
proceedings, where property of two companies was identical and 
reorganized company itself made no objection, and point was not 
urged in petition for rehearing before Commission.—Ibid. 

Where order of Interstate Commerce Commission, fixing 
new basis for divisions of joint rates applying on traffic points 
in southwestern and western trunk line territories and rates 
applying to traffic between points in southwestern territory and 
eastern territory passing through western trunk line territory, 
did not purport to affect revenue accruing to so-called easter 
lines, it was not necessary that eastern lines should have been 
made parties to proceeding.—Ibid. 

In rate proceeding involving southwestern and westerl 
trunk line territories, it was not incumbent on Interstate Com 
merce Commission to produce definite positive statement of 
relative cost of handling particular traffic involved in two ter- 
ritories, where it was not suggested that more definite, satis 
factory, or persuasive evidence could have been offered, and 
decision was therefore not wholly void on ground that it was 
based on incompetent and unreliable evidence and conjectures. 
—Ibid. 





(Circuit Court of Appeals, Second Circuit.) Interstate Com: 
merce Commission held entitled to examine records of steal 
ship company engaged in transportation for hire in connectiol 
with various carriers by rail, under interstate commerce act, 
sec. 20 (1) (5), as amended, 49 USCA, sec. 20 (1) (5), and it wa 
no answer to its demand for information to say that particular 
merchandise was not subject of interstate commerce because 
it was carried on port-to-port bills of lading.—United States "5 
Clyde S. S. Co., 36 Fed. Rep. (2d) 691. 

Interstate Commerce Commission’s demand under interstate 
commerce act, sec. 20 (5), as amended, 49 USCA, sec. 20 ( ), 
to examine records of steamship company, held not too broad 
where it was in general words asking for records relating ‘0 
shipments of rosin, and embraced many papers which Com 
mission had right to examine; and these should have Det! 
submitted, even if others were withheld.—Ibid. 
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Mandamus proceeding by Interstate Commerce Commission 
to compel steamship company to permit inspection of records 
under interstate commerce act, sec. 20 (5), as amended, 49 
USCA, sec. 20 (5), held not election to abandon all claims to 
forfeitures under section 20 (6).—Ibid. 

Penalty of $500 per day for carrier’s refusal to submit its 
records to examination by Interstate Commerce Commission, 
ynder interstate commerce act, sec. 20 (5) (6), as amended, 49 
uscA, sec. 20 (5) (6), held not so harsh as to amount to denial 
of due process of law.—Ibid. 

Penalty of $500 per day for carrier’s refusal to submit its 
records to examination by Interstate Commerce Commission 
ynder interstate commerce act, sec. 20 (5) (6), as amended, 
49 USCA, sec. 20 (5) (6), held not excessive or confiscatory.— 


Ibid. 





(Supreme Court of Missouri, Division No. 1.) Though all 
orders of Public Service Commission are subject to judicial re- 
yiew and suits for review must be tried in and determined as 
suits in equity, after chancellor has made his own finding of 
facts, only application he can make of them is to determine 
from them whether order under review is reasonable and lawful, 
and, if he finds it both reasonable and lawful, it is his duty to 
affirm it, or, if he finds otherwise, to set it aside, but he could 
not modify or entirely displace order denying certificate of con- 
venience and necessity for bus line with one of his own by 
ordering issuance of certificate, and could only set order aside 
and remand cause to commission for further action as it might 
desire to take.—State ex rel. Detroit-Chicago Motor Bus Co., 
Inc. vs. Public Service Commission, 23 S. W. Rep. (2d) 115. 

When an order of the Public Service Commission is set 
aside, court may remand cause to commission for further action 
as it may desire to take, except that, when commission has 
excluded evidence that it should have received, cause may be 
remanded, with direction that it hear evidence and then make 
new order, aS provided by Rev. St. 1919, sec. 10522.—Ibid. 

Applicant for certificate of convenience and necessity for 
operation of motor bus line having failed to establish that it 
was rendering satisfactory and dependable service by motor 
vehicle between two points on certain date, there is no pre- 
sumption under motor bus regulation act, sec. 11 (Laws 1927, 
p. 409), that service it proposed to put into effect was one of 
public convenience and necessity.—Ibid. 

On appeal, applicant for certificate of public convenience 
and necessity for operation of motor bus line has the burden 
of showing that the order of the Public Service Commission 
refusing it a certificate is unreasonable or unlawful, under Rev. 
St. 1919, sec. 10535.—Ibid. 

Order denying application for certificate of public conven- 
ience and necessity for operation of motor bus line, held to be 
one clearly falling within discretionary power of Public Service 
Commission refusing it, under motor bus regulation act, secs. 
4,8, 11 (Laws 1927, pp. 404, 408, 409), where it was expressly 
based on consideration that transportation service being fur- 
lished by other carriers was sufficient.—Ibid. 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 


oa tee ee ee ed 





(Circuit Court of Appeals, Second Circuit.) Damage to 
cargo of fertilizer caused by passing through fields of ice on 
deviation from course at orders of owner in order to procure coal 
held not proximate result of unseaworthiness because of inade- 
quate bunkers at inception of voyage, where ample coal could 
have been secured, though at much higher prices, at post visited 
yoy prior to deviation—The Waalhaven, 36 Fed. Rep. 

Vessel bound for Wilmington, N. C., and Jacksonville, Fia., 
with liberty to stop at Norfolk, Va., to coal did not deviate 
ftom course of voyage when putting into St. Johns, New Bruns- 
Wick, for coal, notwithstanding the ship was insufficiently 
unkered when it broke ground, and notwithstanding the mas- 
ler's negligence, since to constitute “deviation” presupposés 
some detliberate choice and at a time before stress of weather 
or the like compels departure; the mere necessity of departure 
because of coal shortage not constituting deviation.—Ibid. 

Where ship with cargo of fertilizer could have procured 
adequate coal at port where she put in because of insufficient 
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bunkers when she broke ground, but because of high price of 
coal there she further departed from course of voyage to call 
at another port where coal was cheaper, necessitating her pas- 
sage through dangerous fields of ice and resulting in springing 
of her plates and damage to cargo of fertilizer, there was a 
clear case of deviation for which the vessel was liable, irrespec- 
tive of the question of bunker shortage at inception of voyage.— 
Ibid. 

A vessel’s log is competent evidence against her in action 
for damages to cargo.—Ibid. 





(Circuit Court of Appeals, Second Circuit.) Limitation pro- 
ceeding was an appeal to court of admiralty, which is court of 
equity, invoking aid of court, and petitioner seeking equity should 
be willing to do equity and bring in all controversies in limita- 
tion proceedings.—The Salvore, Petition of Navigazione Libera 
Triestina, S. A., 36 Fed. Rep. (2d) 712. 

. Petition to proceed in limitation of liability proceeding 
should not have been permitted by court until petitioner agreed 
to litigate all controversies, including claims of alleged unlawful 
attachment, made in pending foreign actions.—lIbid. 

District Court had power to dissolve ex parte injunction 
granted in proceeding for limitation of liability which restrained 
libel for damage to cargo.—Ibid. 

Limitation of liability proceedings do not put an end to 
libels filed and proceedings had in court before institution of 
limitation proceeding suit.—Ibid. 

Court having obtained prior jurisdiction of parties in libel 
for damage to cargo and petitioner having sought same juris- 
diction in proceeding for limitation of liability, court. had power 
to deal with petitioner as equity and justice required, and could 
have refused injunction in limitation proceeding or could have 
granted injunction only upon condition that petitioner willingly 
litigated all controversies arising, including subject-matter of 
foreign action.—Ibid. 

Court first securing jurisdiction has authority and power 
of enjoining parties to litigation from proceeding in another 
jurisdiction.—Ibid. 

Court has authority to control all persons and things within 
its own territorial limits.—-Ibid. 


DONORA EXTENSION LITIGATION 


The Pennsylvania Railroad Company, through Albert Ward, 
assistant general solicitor, has advised the Commission that it 
will institute suit to have set aside the Commission’s order in 
Finance No. 7,737, authorizing the Pittsburgh & West Virginia 
to construct an extension in Washington county, Pennsylvania, 
to a connection with the Donora Southern, about six miles. 
The Pennsylvania opposed the application. (See Traffic World, 
Feb. 22, p. 494.) The Commission has extended the effective 
date of its certificate and order in the case to March 24. 


A. C, L. ABANDONMENT IN FLORIDA 


The Supreme Court of the United States, March 12, denied 
a petition for a writ of certiorari in No. 592, Atlantic Coast 
Line Railroad Co., petitioner, vs. State of Florida et al., in which 
the carrier sought review of a decision of the Supreme Court of 
Florida requiring it to restore 4.8 miles of line between Yuste 
and Monticello, Fla., taken up by the carrier in connection with 
construction of new tracks that was authorized by the Com- 
mission. The lower court directed that the issuance of a peremp- 
tory writ be stayed until the Commission had passed on a pend- 
ing application of the carrier for authority to abandon the line, 
but refused to vacate its order that a writ should issue. The 
carrier took the position that it was authorized to take up the 
track in question under the authority granted originally by the 
Commission, but the Florida authorities and the lower court 
did not agree with it. 


CENTRAL VERMONT-RUTLAND CASE 


The Supreme Court of the United States, March 12, in No. 
602, George A. Gaston and J. W. Redmond, receivers ot the 
Central Vermont Railway Co., petitioners, vs. Rutland Railroad 
Co., denied a petition for a writ of certiorari to the U. S. Circuit 
Court of Appeals for the second circuit which upheld the con- 
tention of the Rutland that the receivers of the Central Vermont 
were bound by a contract of May 2, 1900, between the two car- 
riers, dealing with the rights and obligations of the two car- 
riers in a timber trestle and land between Rouses Point, N. Y., 
and Alburg, Vt. The receivers notified the Rutland after they 
took charge of the property that they had elected not to adopt 
the control, but that they would continue use of the property in 
question in order to continue the operation of the railroad. 
That continued use of the property, the lower court held, con- 
stituted adopton of the contract of May 2, 1900. 
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N. Y. SHIPPERS’ CONFERENCE 


The Traffic World New York Burcau 


The eighth annual meeting of the Shippers’ Conference of 
Greater New York was held last Tuesday, W. H. Chandler 
presiding. 

W. J. Mathey, reporting on store door delivery, said the rail- 
roads had made a check of tonnage at pier stations and team 
tracks and were working on rates. He said he had talked with 
the chairman of the railroad committee, who said the amount 
of work involved would delay issuance of tariffs. Apparently, 
there was no question but that tariffs would be delivered in 
the next few months. 

In regard to cancellation of L. C. L commodity rates on iron 
and steel articles in T. L., N. E. and C. F. A. territories, Mr. 
Mathey said he had attended the hearing of the Trunk Line 
Association, February 19. The carriers would take no action at 
present, he said and the matter would be held open until the 
eastern rate case was decided. 

Dabney T. Waring, reporting on delays in disposing of rate 
proposals due to filing of supplementary proposals, said he did 
not know what experience others had had, but he had a great 
many rate proposals covering rates, urgently needed and about 
which there could be no serious question, delayed for several 
months due to the filing of supplementary proposals by carriers 
interested in other shipping points. He suggested that, where 
it was desired to establish rates from points ordinarily related 
to the point covered by the original proposal, a separate rather 
than a supplementary proposal be filed and, unless there was a 
specific request from the interested shipper for the publication 
of a rate from his shipping point simultaneously with a rate 
from the point covered by the original proposal, the original 
should be acted on and publication made as soon as possible. 

In the matter of split deliveries, F. A. Parker reported that 
he and William R. Moore attended the hearing, February 18 and 
19, and were of the belief that the Isthmian-Argonaut Lines 
proved their contention that there was no additional expense 
involved in split delivery service and that the complainants 
broke down in their attempted rebuttal. 

The conference went on record as opposing legislation for 
regulation by the Commission of motor busses in interstate 
commerce. It also voted to oppose a bill providing for the 
regulation of motor truck transportation by the New York 
State Public Service Commission. 

The new officers elected are: Chairman, W. H. Chandler; 
first vice-chairman, Rollins White; second vice-chairman, E. F. 
Cosgriff; secretary, Geo. T. Stufflebeam; treasurer, Geo. M. 
Loeffler, Jr.; board of governors, Chas. W. Braden. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended March 1 totaled 
899,189 cars, according to the car service division of the Amer- 
ican Railway Association. This was an increase of 70,299 cars 
above the preceding week, when freight traffic was reduced 
somewhat owing to the observance of Washington’s birthday. 
Compared with the same week last year the total for the week 
ended on March 1 was a reduction of 79,012 cars under the 
same week in 1929 and a reduction of 60,305 cars under the same 
week in 1928. 

Revenue freight loading by districts the week ended March 
1 and for the corresponding period of 1929 was reported as 
follows: 


Eastern district: Grain and grain products, 6,201 and 6,376; live 
stock, 2,083 and 2,073; coal, 32,278 and 43,606; coke, 2,479 and 3,863; 
ag ag ge ne pea ore, ~_ 1,575; merchandise, L. 
se R an J ;. miscellaneous, ,866 and 97,309; 1 
208,217; 1929, 232,515; 1928, 218,188. — 
_ Allegheny district: Grain and grain products, 3,221 and 3,359; 
live stock, 1,647 and 1,825; coal, 37,677 and 43,389; coke, 5,170 and 
6,048; forest products, 2,907 and 3,153; ore, 2,014 and 2,381; merchan- 
dise, L. C. L., 51,344 and 53,333; miscellaneous, 79,594 and 83,049; 
total 1930, 183,574; 1929, 196,537; 1928, 187,109. 

ocahontas district: Grain and grain products, 263 and 190; live 
stock, 50 and 53; coal, 31,400 and 43,106; coke, 376 and 492; forest 
products, 1,709 and 1,299; ore, 131 and 126; merchandise, L. C. L., 
6,864 and 7,452; miscellaneous, 7,098 and 5,998; total, 1930, 47,891; 
1929, 58,716; 1928, 53,275. 

Southern district: Grain and grain products, 4,028 and 3,969; live 
stock, 1,472 and 1,544; coal, 15,987 and 27,433; coke, 472 and 942; forest 
products, 19,131 and 17,084; ore, 1,079 and 1,374; merchandise, L. 
C. L., 41,783 and_40,984; miscellaneous, 58,844 and 54,263; total, 1930, 
142,796; 1929, 147,593; 1928, 156,769. 

Northwestern district: Grain and grain products, 10,770 and 11,665; 
live stock, 7,620 and 8,189; coal, 5,123 and 9,652; coke, 1,378 and 2,049; 
forest products, 17,495 and 19,485; ore, 400 and 623; merchandise, 
Ls. ©... 3a 31,873 and 31,337; miscellaneous, 35,049 and 35,881; total, 
1930, 109,708; 1929, 118,881; 1928, 125,471. 

Central Western district: Grain and Grain products, 14,151 and 
14,979; live stock, 10,364 and 9,701; coal, 9,436 and 18,166; coke, 303 
and 462; forest products, 8,546 and 9,509; ore, 3,328 and 4,170; mer- 
chandise, L. C. L., 34,713 and 34,466; miscellaneous, 50,431 and 52,252; 
total, 1930, 131,272; 1929, 143,705; 1928, 143,076. 

Southwestern district: Grain and grain products, 6,469 and 5,967; 
live stock, 2,618 and 2,130; coal, 3,760 and 7,225; coke, 125 and 228; 
forest products, 7,293 and 7,370; ore, 867 and 433; merchandise, L. 
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C. L., 16,619 and 16,525; miscellaneous, 42,980 and 40,376; total 1930 
80,731; 1929, 80,254; 1928, 75,606. : ’ 

Total, all roads: Grain and grain products, 45,103 and 46,505: live 
stock, 25,854 and 25,515; coal, 135,661 and 192,577; coke, 10,303 and 
14,084; forest products, 61,783 and 64,004; ore, 8,771 and 10,682; mer- 
chandise, L. C. L., 1,852 and 255,706; miscellaneous, 359,862 and 
369,128; total, 1930, $99,189; 1929, 978,201; 1928, 959,494. 


Loading of revenue freight in 1930 compared with the two 
previous years follows: 


1930 1929 1928 
Four weeks in January............ 3,349,424 3,571,455 3,448, 895 
Four weeks in February........... 3,505,962 3,766,136 3,590,742 
Week of March 1...........eceeee. 899,189 978,201 959,494 
eee re eer a ora a 7,754,575 8,315,792 7,999,131 





WATER LINE AND GUARANTY 


With seven members of the committee objecting, the House 
committee on interstate and foreign commerce, by Representa- 
tive Merritt, of Connecticut, has favorably reported to the House 
for passage H. R. 8639, a bill to amend subdivision (a) of sec. 
tion 209 of the transportation act so that the Merchants’ ¢ 
Miners’ Transportation Company, a coastwise carrier, may press 
its claim for payment by the government of a guaranty for the 
six months after the end of federal control. A maximum claim 
for $800,000 might be made if the bill passed, according to the 
report. This proposed legislation has been before Congress 
“off and on” since and including the Sixty-seventh Congress. It 
has been favorably reported twice before by the House com- 
mittee and a similar bill was passed by the Senate. Final action 
by Congress, however, has never been taken on the measure. 
The objecting members of the House committee are: Hoch, of 
Kansas; Mapes, of Michigan; Robinson, of Iowa; Garber, of 
Oklahoma; Crosser, of Ohio; Rayburn, of Texas, and Huddles- 
ton, of Alabama. 

The government took over the vessels of the Merchants’ & 
Miners’ company on April 13, 1918, and relinquished them Decem- 
ber 5, 1918. The company refused to accept relinquishment 
although by agreement it took back its property on March 1, 
1919, with the stipulation that it was without prejudice to any 
of its rights in the premises. 

A board of, referees appointed by the Commission found 
that the company was under federal control until March 1, 1920, 
in ruling on a claim for compensation. This claim was com- 
promised for $1,300,000, according to the committee report. The 
committee said it was true that on March 1, 1920, at the end of 
federal control, the company was actually operating its own 
business free from any control on the part of the Railroad 
Administration, but it was contended that it was being hampered 
very materially because the Railroad Administration within its 
province had diverted traffic from the company to other lines. 
Mr. Merritt said the controlling factor that convinced him that 
the company had an equitable claim was the fact recognized by 
all that transportation rates at the time were depressed. 

The minority took the position that the company had “fared 
exceedingly well at the hands of the government, compared to 
thousands of companies and individuals who suffered as a result 
of war conditions,” and “this is no time to be opening up claims 
of this nature.” 





CAR SURPLUS AND SHORTAGE 
Th average daily surplus of freight cars in the period Feb- 
ruary 23-28, inclusive, was 440,275, as compared with 415,218 
cars in the preceding period, according to the car service divi- 
sion of the American Railway Association. No shortage was 
reported. The surplus was made up as follows: 


: ror : ; ] 

Box, 172,682; ventilated box, 585; auto and furniture, 33,264; tota 

box, 206,531; flat, 11,889; gondola, 89,274; hopper, 90,815; total coal, 

180,089; coke, 596; S. D. stock, 22,890; D. D. stock, 2,886; refrigerator, 
13,600; tank, 742; miscellaneous, 1,052. 


Canadian roads reported a surplus of 30,800 box, 1,350 auto 
and furniture, 875 flat, 1,050 S. D. stock, and 600 refrigerator 


cars. 


TRAFFIC MANAGEMENT SURVEY 
(Domestic Commerce, Department of Commerce) 

Firms reporting to the transportation division in connection 
with its industrial traffic management survey mentioned over- 
charge claims and loss and damage claims as major — 
of savings effected by their industrial traffic departments. yo 
important sources of savings were the proper routing of 8 S 
ments, auditing freight bills, and savings from rate adjustmene 
Numerous firms reported also savings from the following tra. a 
functions, among others: Packing, loading, and billing; por 
quotations; trucking; expediting shipments; plant loca ~ 4 
storage; demurrage; car supply; insurance; switching, and D 
transportation. 
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The Shipper As His Own Forwarder 
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Through Pool Plan Chicago Manufacturer Is Able to Consolidate Eighty-Five Per Cent of Small- 
Order Shipments into Carloads with Average Weight of Nearly 45,000 Pounds— 
Uses Nearly 150 Distributing Points for Breakup of Carloads and Saves 


More Than $100,000 Annually in Freight Charges 


By HOMER H. SHANNON 


managed traffic department are many is not open from a fraction of a hundred pounds up to 1,500 pounds. 


[an economies to be effected by an intelligently come from all over the country for quantities ranging 


to dispute. 


Such reports as have been released by Through a carefully worked out system of pool cars, 


the Department of Commerce concerning the survey it annual savings in freight charges running well over 
has been making of traffic departments over the country $100,000 are realized, as well as a number of indirect 
have served recently to give emphasis to that. Every economies effected. By that is meant that the freight 


traffic manager 
knows the econ- 
my of shipping 
in carloads, rather 
than piece-meal in 
mall less-than- 
carload lots, and 
a variety of de- 
vices have been 
employed to make 
money out of the 
spread between 
less-carload and 
carload rates. One 
of those is to pool 
shipments from 
the factory so that 
they may be trans- 
ported for the 
greater part of 
the haul at the 
carload rate. To 
do that requires 
the use of a ware- 
house, or branch 
house, or some 
agency to break 
up the carload 
shipment at the 
outside end of the 
hovement and do 
the clerical and 
transfer work 
hecessary to com- 
plete the transpor- 
tation job with 
shorter —_ less-car- 
lad movements 
spreading out 
from the carload 
point like the 
burst of a Fourth 


of July rocket at the far point of its trajectory. 
The ideal situation under which profits may be 


bill of the company—which 
sells its product on a de- 
livered basis—is more than 
a hundred thousand dollars 
less than it would be if the 
shipments went out in less- 
carload quantities, on the 
orders that come in. 

Before the system was 
put into effect it was neces- 
sary that the company’s 
salesmen devote considerable 
time to the distribution 
problems created by their 
own orders; that is, they had 
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in the larger centers so dated 
that carlot consign- 
ments could move on a 
portion of the business. 
Under the existing sys- 
tem, as worked out by 
the traffic manager, 
they can devote their 
entire time to selling, 
with no thought to 
the matter of dis- 
tribution, and a 
much larger pro- 
portion of the 
company’s traffic 
moves at carload 
rates than former- 
ly. An effort will 
be made to de- 
scribe the system 

: ‘ f in some detail as 
Filing cards almost entirely eliminate complicated tariff work in looking up rates and ., .; s 
routings. When order is received from customer, all the information needed to determine it 1S an unusually 


the carload point through which shipment is moved and make out the bill of lading neat solution of a 
is obtained by reference to card. ie 7 
complicated traffic 


problem. 
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Pochages 


AGS 





Carload Service at Regular Intervals 


tealized by the pool car plan of distribution requires that It is that, not only because, under it, nearly eighty- 
the shipper have a large volume of traffic of a single five per cent of the shipments leaving the factory do so 
‘ommodity or of commodities that take the same classi- in carloads, with an average loading of nearly 45,000 
fication, with a spread of at least two classes between pounds, but, perhaps, even more because of other details 
the carload and the less-carload rates. That situation that round it out into what approaches a perfect example 
‘xists for a Chicago manufacturer of a nationally known of the function of a traffic manager. 

food product. Its commodity is rated third class, L. C. L., It is, of course, true that the shipping practices of 


and fifth class, carloads. The orders from its customers any two firms must differ according to their individual 
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Fast 
Symbol 
Trains 


Between Baltimore 
and the Middle West 
Westbound at 8 p.m. daily 


Pittsburgh 2nd morning 
Buffalo 3rd morning 


Chicago 4th morning — 


Cincinnati 3rd afternoon 
Cleveland 3rd morning 
Detroit 3rd morning 
Indianapolis 3rd morning 
Louisville 4th morning 
St. Louis 4th morning 
Toledo 3rd morning 


Corresponding 
service East- 
bound to 
Baltimore,also 
symbol trains 
between New 
York and Phil- 
adelphia, and 
the Middle 
West. 


Daily passing 


. | reports prevent 


serious delay 
to cars. 
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problems. Not only would the same man solve the problems of 
one organization in a way different from the method he might 
use for another but there are also differences in the solutions 
of traffic problems that spring from differences in individual 
handling them. Such problems are usually complicated and call 
for play of judgment which may mean that two solutions of the 
same problem may be equally good, or so nearly so that mathe- 
matical demonstration of the superiority of one is not possible. 

In the case in question, the shipments of the company are 
in sufficient volume that it has been possible to establish regular 
earload service to approximately 150 points, from which the 
shorter less-carload movements radiate to cover the nation. A 
car is sent to each of the majority of these points—to be broken 
up into small lots, some of which are delivered locally and the 
rest completing the trip to the customer by L. C, L. rail haul 
or truck movement—at intervals of from five to ten days. 

The matter of rates and routings and the book work in 
the office of the traffic manager have been amazingly simplified 
through use of a card filing system and a self-indexing set of 
reeords. A three by five inch card as shown in the accompany- 
ing illustration, is made out for each point to which the man- 
ufacturer ships. The bill may be built up gradually, as ship- 
ments are sent out. In this case it means that the files con- 
tain a card for nearly every town or city of any size in the 
country. The card shows, in addition to the name of the town, 
the L. C. L. rate from Chicago to the point; the nearest transfer 
point or points to which the company ships in carload lots, with 
the carload rate to that point and a number representing it (as 
shown in the illustration, the symbol for Omaha is ‘50”); next 
appear the railroad, or railroads, serving the final destination; 
the L. C. L. rate between the carload point (Omaha for illustra- 
tion) and the customer’s town; the through rate between Chi- 
cago and the customer’s town, which is the sum of the carload 
and less-carload rates; and the last column shows the saving 
a hundred pounds to be realized out of the combination carload 
movement to the transfer point and the L. C. L. movement 
beyond. 

With these cards in place, all that is necessary, when an 
order comes in, is to take out the correct card and the rate and 
other information needed to get the shipment in the proper out- 
going car is at hand. To keep the matter clear, it may be well 
to describe the actual steps as they are taken. As detailed in 
the office of the traffic manager, with the records at hand for 
illustration, they seemed simple enough. 

All orders received by the company go first to the traffic 
department. If the customer is at Elgin, Neb., as shown on one 
of the cards, shown in the illustration, the L. C. L. rate for 
the entire distance is found to be $1.18; the carload rate to 
Omaha or Sioux City, either of which may be used, is 42 cents; 
the rate between Omaha and Elgin is shown as 57% cents, mak- 
ing the total charge a hundred pounds by way of Omaha 99% 
cents, or a saving of 18% cents as against the through L .C. L. 
rate from Chicago. As shown, the saving by Sioux City is 26 
cents. Because of the larger saving in the latter instance, the 
shipment will be placed in a Sioux City car if one is scheduled 
te there at an early enough date; otherwise, it will go in an 
Omaha car. 

If the carload point chosen is Sioux City, the symbol ‘35” 
is marked on the back of the order as are also the rate beyond 
Sioux City to Elgin and the railroad, and it is then passed on 
through the factory. All orders then with the symbol “35” 
on them are assembled and placed in the single car going to 
Sioux City. When the billing is done, the indicated L. C. L. 
rate is shown on both the invoice and bill of lading. 

From the accumulated bills of lading for shipments going 
into the Omaha car, a manifest is prepared, one copy of which 
goes to the transfer company at Sioux City that breaks up the 
carload and makes delivery to customers in Sioux City and does 
the other work involved in consigning the L. C. L. shipments to 
final destination. 

File System Self-Perpetuating 


The manifest, which is prepared on each individual car 
leaving the plant, shows the consignee, destination, weight of 
the individual shipment, rate, number of cases, and other in- 
formation. A copy is retained by the traffic department as a 
freight-cost record, on which “extensions” are made showing the 
charges on each shipment through to destination. It is a simple 
matter, when the transfer company bills against the manu- 
facturer for the L. C. L. charges beyond the transfer point, 
which he prepays, to check the bills against the manifest, 
which shows the amount due the railroad on each shipment. As 
the bills are paid, a check-mark is made after each shipment 
shown on the manifest, furnishing a permanent record of the 
account. To each car that leaves the plant is assigned a serial 
number (independent of the symbol used to indicate the carload 
point to which it is destined) and that number appears on the 
manifest, which is its page number in the filing books. Also, 
the same number is placed on an envelope in which are placed 
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the orders from the customers, the paid bills of lading, and 
other documents that have anything to do with the shipment 
that went forward in that car. By this simple setup, the traffie 
department is able to relieve the accounting department of the 
detail of auditing bills to see if they have been paid and Other 
complicated paper work. , 
As the manifest copy that goes forward to the transfer com. 
pany at the carload distributing point does not show the less- 
carload rate beyond that point to the point of the consignee 
when the freight bills come in for the L. C. L. shipments com. 
parison of those with the extensions on the company’s manifest 
immediately calls attention to any discrepancy. The route phe. 
yond the carload point has been given to the transfer company 
so that the check of the rate paid against the figures of the man. 
ufacturer serves to keep the cards up to date. If the rate paid 
does not correspond to that in the company’s file a check Will 
reveal whether the error is the railroad’s or the company’s, 
: _The savings in transportation charges that accrue ‘on the 
individual cars in terms of the sum of the carload charges and 
the less-carload charges beyond the transfer point, as against 
the sum of the rates that would have applied if all the ship- 
ments had gone out from the factory in L. C. L. lots vary, of 
course, in terms of the carload point used and the consignee 
destinations beyond. But, on a 45,000 pound car, where the 
difference between the sum of the carload rate plus the L. C. L. 
rate and the through L. C. L. rate from Chicago is fifteen cents 
(which is generally the minimum), the saving amounts to $67.50. 
From that it is necessary to deduct the charge of the transfer 
company for its services to get the saving to the manufacturer, 
There is no uniformity either as to the total charges or the 
method of their computation by transfer companies employed 
by the manufacturer. In some cases, a straight charge a car 
is made, but, perhaps, more often the transfer company makes a 
fixed charge for each hundred pounds delivered locally at the 
carload point, another charge on the hundred-pound basis on 
shipments going beyond the transfer point and, in addition, a 
charge for general clerical work. The charge on local delivery 
is said to approximate two cents a hundred pounds, under that 
system; the charge on shipments going beyond, about seven 
cents, and the clerical charge from three to five dollars. But the 
savings to the manufacturer range from a minimum of about 
fifty dollars a car to something over a hundred dollars. 


A Variety of Economies 


At many points, it is stated, the warehouses, in addition to 
having storage facilities, operates fleets of trucks and will take 
care of the L. C. L. haul. That usually means an additional 
saving to the manufacturing distributor in the unloading and 
checking expense. 

There are, too, in the wide variety of situations involved in 
the total setup of the company’s distribution plan, a good many 
other devices by which the traffic manager is able to cvt corners 
aud make more money for his employer. A considerable saving 
may be effected at the transfer point by routing as much traffic 
as possible by a single line on shipments destined beyond so that 
that freight moves to the destination carrier as a trap car, elimi- 
nating the transfer charge. For example, on a car leaving Chi- 
cago for Kansas City, all the bills covering the shipments in the 
car will be scrutinized to see how many of them are routed 
beyond Kansas City via the Missouri Pacific. That will include 
not only the shipments destined to points exclusively served by 
the Missouri Pacific, but all such as may offer a choice of routes, 
one of which is the Missouri Pacific. If it is found that there 
are a sufficient number of shipments to make up the trap car 


minimum of 6,000 pounds, or whatever it may be at that point, 


those shipments are bulkheaded off in one end of the car at the 
time of loading. The transfer company is notified not to disturb 
them and, after the rest of the car is emptied, to have the rail- 
road take the car from the warehouse under the trap car arrange 
ment. It is an advantage to include all possible shipments in 
the trap car transfer, even though the amount materially exceeds 
the trap car minimum, as in that way the shipper avoids the 
transfer charge assessed by the agent at the carload point. 
Another of the direct savings accomplished by the system 
described is due to the fact that railroad rates are on a hundred- 
pound basis. If an order reaches the manufacturer for goods 
of a weight of seventy pounds, the shipment must bear the full 
hundred-pound charge for that portion of the trip made as 42 
L. C. L. movement. By consolidating the shipments into car 
loads for the major portion of the haul, not only is the higher 
L. C. L. rate defeated for that distance, but, through the pooling 
of the shipments, the rate applies on the bulk weight of the 
total number. ; 
And this does not complete the harvest of economies realized. 
The traffic manager who told this story insists that clerical 
detail handled in his office is much less than it would be if 4 
larger proportion of his company’s orders were handled directly 
as L. C. L. shipments, and that there are numerous other adval- 
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sre not so fortunate as he as to problems faced, either as to the 
sature of the traffic handled or in having a free hand to work 
jit the problems. As has been stated, there must be sufficient 
lume of shipments to make it possible to consolidate them for 
the carload movement without too large an interval between 
shipments to the particular carload points. Not infrequently, 
ye pointed out, the sales department may complicate the traffic 
nanager’s problems by insisting on delivery at an inconvenient 
ime. But this particular traffic manager seems to have con- 
yinced the “boss” that the savings effected by his department are 
rge enough more than to justify the system. As a car reaches 
the majority of the carload points from every five to ten days 
the delay in filling orders is not great. To those points served 
yy carload every five days, it is pointed out, the average delay 
s only 2% days, and only five days to the points reached every 
ten days. 

“There seem to be many reasons why this practice should 
inrease, aS most warehouses are equipped to unload, sort, and 


handle freight on a cost basis as low as or lower than that of 


the rail carriers,” said this traffic manager. “When goods are 
handled through private warehouses the transactions are not 
yrrounded with the same restrictions as to storage, rules, and 
rates that apply in the case of railroad handling. It is the prac- 
tice of the railroads in eastern territory, when freight is un- 
daimed or refused for any reason, to place it in a public ware- 
house, perhaps several hundred miles from destination. That is 
jone at the expense of the shipper and, in many instances, the 
charges in getting the shipment to destination, reshipping, cart- 
age charges, etc., amount to as much as the value of the mer- 
thandise, while, if a shipment is held for credit or other reasons 
ata private warehouse, it is a simple matter to re-sell the goods 
io some other customer at practically no expense to the manu- 
facturer.”’ 


BUS REGULATION BILL 


The Trafic World Washington Bureau 


After delays due to the death of William Howard Taft and 
two members of the House of Representatives, the House, on 
the afternoon of March 12, took up the Parker bus regulation 
till The measure was to have been taken up early lost week 
ut adjournment as a mark of respect to the members who died 
wrecluded action until March 7, when a resolution providing for 
consideration of the bill and six hours of general debate thereon 
vas adopted. The death of Mr. Taft late the following day re- 
sulted in an adjournment on March 10, to March 12. 

Chairman Parker, of the House committee on interstate and 

foreign commerce, explained the provisions of the bill. Repre- 
sentative Nelson, of Maine, spoke in support of it. Representa- 
tive Huddleston, of Alabama, who filed a minority report on the 
lil, attacked the measure. 
_ Provisions in the bill relating to reference by the Commis- 
‘on of matters for hearing and recommendation to a commis- 
‘ioher or an examiner and to use of state boards were discussed 
in the course of the debate. 

Representative Nelson, a member of the interstate com- 
merse committee, said Congress might not delegate the power 
0 regulate interstate commerce. However, continued he, as it 
vas impossible for Congress to enact a special law for each 
individual interstate motor carrier, Congress must declare the 
binciples “which shall control such regulation, and then dele- 
gate to some administrative body the duty of determining in 
What cases those principles are applicable.” 

“It seems to me,” said he, “that we are violating at least 
the spirit of the Constitution when we delegate to local or state 
bodies the regulation of interstate commerce, and we avoid 
doing that by not giving them the final authority.” 

In support of the provisions authorizing the Commission 
0 delegate performance of duties to a commissioner, an exam- 
ler and to state boards, Representative Denison, of Illinois, 
iso a member of the interstate commerce committee, said that 
Congress either had to stop placing the administration of addi- 
‘ional laws in the hands of the Commission or else enact legis- 
ition relieving the Commission. He said it was believed that 
ie provisions in the bus bill would expedite the consideration 
ot the additional business that would be assigned the Commis- 
‘on and that if the plan worked, “I have no doubt it will soon 
the duty of Congress to pass other legislation to apply the 
ne - to the administration of the interstate commerce act 
enerally.” 

Chairman Parker proposed an amendment under which op- 
‘ation of seasonal bus services in the summer resort sections 
ifthe country who were bona fide operators in 1929 might auto- 
latically obtain a permit to operate, and another amendment 
itclaring that Congress did not intend to interfere in any way 
"ith state regulations governing intrastate bus operations. 
Representative Lea, of California, speaking in support of 
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the bill, asserted that regulation of interstate commerce was a 
federal function if there was any federal function in our system 
of government. He believed that the provisions of the bill rec- 
ognized that principle. 


Growth of Motor Bus Industry 


Speaking a “general word as to the industry we are seeking 
to regulate,” Representative Nelson, of Maine, said: 


On land and sea and in the air the advent of the gasoline engine 

has wrought a revolution in the world of transportation and presented 
new problems for our consideration. 
F The first patent for an internal-combustion engine was granted 
in 1895, and during that year four passenger cars were produced. 
It was not until ten years later that the production of automobiles 
began in any considerable volume. By 1912 the annual production 
had increased to 365,000, and the reliability of the mechanism had 
become such that older forms of transportation had been materially 
affected. The automobile, first used as a private conveyance, then 
as a public taxi or transfer, gradually came to be employed as a 
common carrier of passengers over fixed routes in city streets and 
later took on intercity and finally interstate service. A year ago 
last September the first bus of the coast-to-coast line, now a daily 
service, arrived in New York City from Los Angeles, covering 3,433 
miles in 5% days. 

As early as 1927, 45,000 communities removed from the railroads 
had been put in touch with rail transportation by means of motor- 
bus service. Today some 95,000 motor buses traverse ever state 
in the union, and serve more than one-half of its 1,032 cities of 
more than 10,000 population. One hundred and eighty-six cities 
of this class have no other means of regular transportation. Motor 
buses in 1929 carried 2,000,000,000 passengers some 10,000,000,000 pas- 
senger miles. The total investment in motor-carrier properties is 
now estimated at $600,000,000. One hundred years ago the great pro- 
portion of all travel was by highway, and so it is today. Twenty- 
six million automobiles handle 90 per cent of the total travel by 
railway and highway, and the trains and motor buses handle the other 
ten per cent. The motor buses alone handle about 3 per cent of 
the entire travel of the United States, excluding that by subway 
and electric cars. Of this entire common-carrier bus business about 
8 per cent is interstate, and unregulated so far as the federal govern- 
ment is concerned. The remaining 92 per cent is intrastate, and 
regulated by the several states. 

With the development of this motor-vehicle transportation, the 
highway has taken on a new aspect of great economic significance. 
More than one-fifth of our 3,000,000 miles of highways have been sur- 
faced in varying degrees, at great expense. It is estimated that in 
the year 1929 the 48 states expended for construction and maintenance 
of state highways and local roads the sum of $1,480,000,000, while the 
estimated program for 1930 calls for an expenditure of $1,600,000,000. 

This tremendous cost of constructing and maintaining the high- 
ways of the states is, in the last analysis, borne primarily by the 
nonecarrier taxpayer, who is entitled to every consideration when 
it comes to a question of turning the public thoroughfares into places 
of private business. The needs and desires of the public should 
dictate the introduction, body, and conclusion of any regulatory act. 
All other interests are subservient thereto. These fundamental prin- 
ciples have been. fully recognized in the drafting of the bill before you. 


ABSORPTION OF DRAYAGE CHARGE 


A new service to users of electric railway freight facilities, 
whereby the railway company will assume all or a portion of 
the expense of trucking freight to or from its principal stations, 
has been introduced by the principal electric railway lines of 
Indiana and Ohio, according to L. E. Earlywine, secretary of the 
Central Electric Traffic Association. 

Uniform tariffs governing the new service, which is being 
established on six months’ trial, became effective February 21. 

Under the terms of the new service, when a shipper re- 
ceives or delivers to the freight house in any one 24-hour period, 
tonnage rated at fourth class or higher and ranging in weight 
from 2,500 pounds to 10,000 pounds, depending on the classifica- 
tion applied, the railway will absorb the actual drayage charges. 

The maximum amount of drayage charges absorbed ranges 
from four to five cents a hundred pounds as determined by 
local conditions. 

The drayage absorption tariff, by affording large savings 
to many shippers, is expected to result in increased freight 
business for the participating carriers, Mr. Earlywine said. 


PAN-AMERICAN HIGHWAY 


An appropriation of $50,000 for a survey in connection with 
the proposed Pan-American highway has been voted by the 
Senate in the first deficiency appropriation bill. The House 
committee on appropriations omitted this item on the ground 
that it would be premature to provide the money at this time. 
The appropriation is favored by the Department of State. 
Assistant Secretary of State Carr advised the Senate commit- 
tee on appropriations that it was proposed to make a survey 
first of that part of the highway between the United States and 
Panama. The House must agree to the change in the bill before 
the money will be available for use. 


NUMBER RAIL EMPLOYES 


The number of Class I railroad employes the middle of 
January totaled 1,561,053, a decrease of 2.11 per cent as com- 
pared with January, 1929, and of 3.30 per cent as compared with 
January, 1928, according to statistics compiled from carrier re- 
ports by the Bureau of Statistics of the Commission. 
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MOBILE HARBOR PROJECT 


Enlargement of the harbor at Mobile, Ala., is recommended 
in a report of the Board of Engineers for Rivers and Harbors 
transmitted to Chairman Dempsey, of the House committee on 
rivers and harbors, by Major General Brown, chief of engineers. 

The existing project provides for a channel 33 feet deep 
and 450 feet wide across Mobile bar, for a channel 30 feet 
deep and 300 feet wide from deep water in lower Mobile Bay 
to Chickasaw Creek, and for the removal of sunken obstruc- 
tions. 

“The board points out,’ says the official summary of the 
report, “that there has been a very material increase in the 
commerce of Mobile Harbor, and that the terminal facilities 
provided by the state are of a modern and up-to-date character. 
The draft of vessels trading at the port is increasing, and com- 
merce and navigation are handicapped because the existing 
project provides inadequate depths for fully loading. vessels and 
for bunkering, and inadequate width in the harbor. The traffic 
is essentially general cargo, which demands full loading and 
quick turn-around. Greater depth is needed in all the channels 
and greater width in the harbor. Improvement of the quar- 
antine service is of great importance to the foreign commerce, 
and it is advisable to follow the recommendations of the public 
health department. The board therefore recommends modifi- 
cation of the existing project so as to provide for a channel 
36 feet deep and 450 feet wide across the bar; for a channel 
32 feet deep and 300 feet wide through the bay to the quarantine 
station, and 350 feet thence to the mouth of the river; for a 
basin 32 feet deep, 200 feet wide, and 1,000 feet long immediately 
west of the channel and along the quarantine station; for a 
channel in the river 32 feet deep and 500 feet wide from the 
mouth to a point approximately 5,000 feet below the mouth of 
Three Mile Creek, and 300 feet wide from that point to the 
highway bridge; and for easing the bends at the mouth and 
about 3,000 feet above the mouth; the new head of the improve- 
ment to be at the highway bridge about 1,000 feet below the 
mouth of Chickasaw Creek; at a total estimated cost of $478,000, 
with $360,000 annually for maintenance, provided the local in- 
terests furnish an easement to allow changes in the east harbor 
line as proposed by the district engineer. The chief of engi- 
neers concurs in the recommendation of the board.” 


IMPROVEMENT OF WATERWAYS 


Secretary of War Hurley has approved the following allot- 
ments for river and harbor work: East Chester Creek, New 
York, $18,700; Two Rivers Harbor, Wis., $16,500, and Buffalo 
Harbor, N. Y., $31,200. 


RIVER AND HARBOR BILL 


Representative Dempsey, of New York, chairman of the 
House committee on rivers and harbors; Representative W. E. 
Hull, of Illinois, and W. R. Dawes, of the Mississippi Valley 
Association, conferred with President Hoover March 8 relative 
to river and harbor projects that may be authorized in the river 
and harbor bill now being drafted. The President’s callers, it 
was understood, went over a list of the more important projects. 
An effort is being made to keep the projects within certain 
limits so that the estimated cost of the authorized projects 
will not exceed $100,000,000. 


PANAMA CANAL TOLLS BILL 


A revised bill (H. R. 10583) to provide for the method of 
measurement of vessels using the Panama Canal has been in- 
troduced in the House by Representative Hoch, of Kansas. The 
bill omits section 2 of H. R. 9587, recently introduced by Mr. 
Hoch. (See Traffic World, Feb. 15. p. 441.) 


UPPER MISSISSIPPI PROJECT 


The members of the Minnesota delegation in the House 
called on President Hoover, March 12, to urge action looking 
to adoption of a 9-foot project, instead of 6 feet, for the upper 
Mississippi River. It was said that the President favored a 
9-foot channel, but that he indicated the work should be spread 
over a period of years. Later in the day Senator Schall, of 
Minnesota, called at the President’s office to urge favorable 
action on the 9-foot project. 





WAUKEGAN HARBOR, ILLINOIS 

Modification of the existing project for Waukegan Harbor, 
Ill., so as to provide for improvements at a total cost of $304,000, 
with $7,000 annually for maintenance, has been recommended 
by the Board of Engineers for Rivers and Harbors in a report 
concurred in and transmitted by Major General Brown, chief 
of engineers, to Chairman Dempsey, of the House committee on 
rivers and harbors. Part of the cost must be assumed by local 
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interests. The total estimated cost of the work to the Uniteg 
States is $274,000. 


TACOMA HARBOR, WASHINGTON 


In a report of the Board of Engineers for Rivers and Har. 
bors concurred in and transmitted to Chairman Dempsey, of 
the House committee on rivers and harbors, by Major General 
Brown, chief of engineers, modification of the existing project 
for Tacoma Harbor, Wash., is recommended so as to provide 
for a channel in Hylebos waterway 30 feet deep and 209 feet 
wide from Commencement Bay to Lincoln avenue, a distance 
of about 10,000 feet, and 26 feet deep and 150 feet wide from 
Lincoln avenue to the head of the waterway, a distance of about 
3,000 feet, at an estimated cost of $136,000, with $12,000 annually 
for maintenance the first two years and nominal expenditure 
after that time, subject to the provisions that local interests 
furnish, free of cost to the United States, necessary spoil dis. 
posal areas, with bulkheads where required, and also pay the 
costs of pumping in excess of 3,000 feet, and give assurances 
satisfactory to the Secretary of War and the chief of engineers 
that they will provide adequate bridge clearances at East 11th 
street. 





USE OF CONTAINERS 


Though substantial economies have resulted 
years from intensive investigation of the principles of con- 
tainer construction, the shipping public, container manufac- 
turers, and the carriers have done little to determine whether 
greater economies still to be realized must come about through 
further improvement of the strength of the containers or 
through removal of the hazards to which they are subjected in 
transportation, said C. A. Plaskett, senior engineer of the Forest 
Products Laboratory, maintained at Madison, Wis., by the forest 
service department of the Department of Agriculture, in a recent 
address before the annual meeting of the Technical Association 
of the pulp and paper industry, at New York. 

“An emphatic challenge to industry today is to reduce 
the losses in the cost of distributing merchandise that result 
through the use of inefficient shipping containers,” he asserted. 
“This challenge is not alone to the manufacturer of a particular 
type of shipping container, but to manufacturers of containers 
and container materials in general, to the _ transportation 
agencies, and to the shippers as well. A great deal has been 
undertaken by all of these groups to improve containers and 
there have already been distinctive accomplishments, but there 
is still much to be accomplished.” 

It is now possible to build a container of any strength 
desired, he pointed out, but just what should be desired is not 
known. There are, without doubt, a great many instances where 
unnecessary expense is incurred in the creation of strong con- 
tainers, he said, where it would be more economical both to the 
individual shipper and to the public to remove the handling 
hazards than to employ the excess of container protection. Few 
shippers know the minimum requirements their ‘containers 
must meet, where greater economy might be realized through 
removing the transportation hazard limiting the strength of the 
container. 

“The main reason why little progress has been made in 
determining the minimum requirements of containers for dif- 
ferent uses is the fact there has been relatively little compre 
hensive information on the service that containers render under 
actual service conditions,” he said. Questionnaires have been sent 
out by some container manufacturers, he pointed out, but about 
all that was learned from them was that so many containers had 
failed and so many had not. What was needed was exact in- 
formation as to how they failed and why they failed in that way. 

He listed the following as the most likely causes of con- 
tainer failure in actual service: 


in recent 


(1) Failure of the en gl properly to assemble or close the con- 
tainer; (2) improper packing of the commodity in the container; (3) 
improper handling or storage by the shipper; (4) careless or unskilled 
loading into cars; (5) loading in defective or improperly prepared 
cars; (6) unnecessary rough handling of freight cars by train crews, 
and (7) careless unpacking by the dealer or the consumer. 


A recent study made by representatives of the laboratory 
on actual shipments received at Chicago showed that there was 
no direct relation between the strength of the containers a 
failures, but that location in the cars and other factors were of 
greater importance. 
greatest number of failures in the study made, he said. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Ocean Shipping News 





OCEAN MAIL CONTRACTS 


The Trafic World Washington Bureau 


Postmaster-General Brown March 13 awarded to the United 
States Lines the contract for carrying United States mails from 
New York to Southampton, under the Jones-White merchant 
marine act. The contract calls for the construction of two new 
yessels costing not less than sixty million dollars “which will 
equal, if not exceed, both in tonnage and speed, any vessels 
now operating in the trans-oceanic service.” The Postmaster- 
General said the awarding of the contract marked another im- 
portant step in the upbuilding of an American merchant marine. 
Contracts heretofore awarded call for expenditure of $38,500,000. 
on new ships. 

Postmaster General Brown informed the Senate commerce 
committee this week in a hearing on the Davis bill (H. R. 
9361), restricting award of ocean mail subsidy contracts to 
American lines not operating foreign-flag ships in competition 
vith American ships, and the White bill (H. R. 9592), providing 
for preference to purchasers of Shipping Board lines in the 
awarding of ocean mail subsidy contracts, that there were ob- 
jections to both measures. 

As to the Davis bill, the Postmaster General did not think 
that American companies that operate some foreign-flag ships 
should be excluded from the benefits of the mail contracts un- 
der the Jones-White act. He believed that if some leeway were 
permitted, there would be more chance of the American mer- 
chant marine being built up than otherwise, because American 
lines could gradually get rid of their foreign-flag vessels and 


| 4 wbstitute American ships for them. 


The Postmaster General’s objection to the White bill in its 


7 present form was that no discretion was vested in the Post- 
43 master General and urged that more power be given that official 


in connection with the making of awards. 


OCEAN FREIGHT DEVELOPMENTS 


The Trafic World New York Bureau 


No change in the outlook and no acceleration of demands 
for charters is the report of the full cargo market reviews of 
the current week. Rates are all on the distress basis, with 
nothing in sight to improve them. Four grain fixtures were 
reported and analyses of the other trades reflect a similar 
stagnation. 

Restriction of ship space offered for lumber has been adopted 
by the United States Intercoastal Lumber Conference to offset 
the weakness of the market. Earl H. Strange, chairman of the 
conference, reiterated the determination to maintain stabilized 
rates regardless of fluctuations in the lumber market. He issued 
this statement: 

Due to general inactivity in the movement of west coast lumber 
products to the Atlantic seaboard and to assure stabilizing of lumber 
freight rates as established, the United States Intercoastal Lumber 
Conference has declared a general curtailment of 45,000,000 feet of 
lumber space for both April and May, or an equivalent of 35 per cent 
of the total space. The conference controls 80 per cent of American 
lumber tonnage operating intercoastal. 

The decision means that the member lines and associates 
will offer less than 100,000,000 feet of space for lumber a 
month, though their combined lumber carrying capacity is ap- 
jroximately 130,000,000 feet. Each line is to reduce its space 
iferings pro rata, and will not book more unless the con- 
ference percentage should be altered. The conference rate is 
{ll a thousand feet for March and April and $12 for May load- 
ig. No action was taken with regard to March space, though 
‘argo offerings are not very strong. 

Establishment of a branch of the Customs Information Ex- 
thange at San Francisco to collect and distribute data on im- 
borts from the Far East is recommended by F. J. H. Kracke, 
ppraiser of the port of New York, in a report submitted to the 

easury Department on behalf of thirty-five customs appraisers 
{tom throughout the country who met in conference at New York 
cently. At present, the only office of the bureau is at New 
York. It is the opinion of customs officials that its work could 
be made of greater importance by the establishment of a Pacific 
‘ast branch. 

The bureau records the various kinds of merchandise im- 
borted and the tariff classification under which each is dutiable. 
Customs appraisers in all parts of the country are supplied with 
his information in order that uniform duties may be assessed. 


The desirability of having all consular invoices from abroad 
made out in English was another topic discussed with favor at 
the conference, but it was decided that no definite action could 
be taken. A majority of the documents are in English, but 
those in foreign languages are frequent enough to cause some 
delay and confusion on the part of appraising officers. It was 
pointed out that most foreign countries require invoices accom- 
panying American goods for export to be made out in the 
language of the country of destination. 

The rate war in the raw silk carrying trade between the 
Trans-Pacific Conference of Japan and China, on the one side, 
and the Japanese Kawasaki Line and the American States Line, 
on the other, appears to have reached a crisis. The Kawasaki 
Line, which is an outsider, began to compete actively for the 
silk business two or three years ago and has since underquoted 
the conference rates by at least 20 per cent and often con- 
siderably more. The conference transpacific rate of $4.50 a 
hundred pounds was cut last June to $3 in an effort to meet 
the “K” Line competition, but without effect. Efforts to per- 
suade the “K” Line to join the conference having failed, the 
China conference recently reduced its rate to the Pacific coast 
to $1, an unheard of rate for such a commodity as silk. 

It means that the “K” Line and the other outsiders will 
have no margin left for rebates and that, prohably, it will be 
forced to make overtures from its own side for admission to 
the conference. 

In January the “K” Line, with four sailings, took from 
Japan no less than 9,017 bales, while the premier Jj'apanese line, 
the Nippon Yusen Kaisha, with five sailings, obtained only 7,710 
bales, and the Osaka Shoshen Kaisha, the other principal Jap- 
anese line, took but 5,570 bales with three sailings. 

The Dollar shipping interests, which are in the conference, 
as is also tahe Canadian Pacific, took from Japan 3,172 bales of 
silk, with five sailings in January. 

The Merchants’ Association of New York has been advised 
that, according to a report from the American commercial at- 
tache at Caracas, Venezuela, the enforcement of the 20 per 
cent surtax on cartons has been suspended by the Venezuelan 
government. About a month ago it was announced that this 
surtax was to be enforced on merchandise ordinarily imported 
in wooden or metal containers, when imported in bulk, in 
bales or in cartons. 

The Antilles Steamship Company has been organized by 
New York representatives of Elder, Dempster and Company, as 
an independent venture to conduct a general chartering business 
in the West Indies and elsewhere. 

The Ellerman service between New York and Antwerp is 
to be known hereafter as Ellerman’s Wilson Line. Notice has 
been filed with the North Atlantic-Continent Conference that the 
name of Ellerman’s Phoenix Line, formerly used for the direct 
service between New York and Antwerp, has been discontinued 
as the line is no longer operating the direct service between the 
two ports. 


N. Y.-N. J. HARMONY PLAN 


The Traffic World New York Bureau 


Two similar plans for the harmonization of New York and 
New Jersey interests in the use of the Hudson River and to 
make possible long piers on both sides of the river were an- 
nounced this week by the New York Board of Trade, and the 
Board of Commissioners of Pilots of the State of New York. 
William B. Moss, associated engineer of the Harbor Line Board 
of the ‘War Department has redrawn tentatively the harbor 
lines on both shores, it was stated. 

Under this plan New York would give up some of its water 
front rights in favor of New Jersey, and New Jersey would 
give up some of its rights in favor of New York. By this give- 
and-take arrangement New York would gain between Thirty- 
fourth and Fifty-ninth Streets, where piers could extend 200 
feet further into the stream than at present. New Jersey would 
gain chiefly at Edgewater, where it would be enabled, through 
concessions made by New York, to extend piers far out into the 
river to accommodate the great industrial development around 
Edgewater. 

The give-and-take proposal was indorsed by the Board of 
Commissioners of Pilots of the State of New York, consisting 
of William Simmons, Marcus H. Tracy and Ernest H. Bull, 
representing the New York State Chamber of Commerce, and 
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William J. Connell and Walker McKay, representing the New 
York Board of Underwriters. A similar or identical proposal 
has the sanction of the pier committee of the New York Board 
of Trade, of which W. J. L. Banham is chairman. The plan has 
been studied by representatives of the State of New Jersey and 
the New Jersey interests involved. 

The Board of Commissioners of Pilots recommend that the 
Manhattan pier line be extended by varying amounts up to 200 
feet between West Thirty-fourth and West Fifty-ninth Streets, 
which would allow piers to be built up to the length of 1,100 
feet. The New Jersey line would have to be set back as much 
as the New York line was advanced. This, it was said, would 
be no great inconvenience to New Jersey because the land 
behind the piers on the New Jersey side is flat and partly under 
water, making it possible to build long piers at comparatively 
small cost by extending the sites westward, rather than extend- 
ing them toward the channel. New Jersey would surrender 
its rights over 367,000 square feet of the river, which is said 
to be non-essential to New Jersey. In the stretch between West 
Twenty-third and West Thirty-third Streets, New York would 
surrender 218,000 square feet of river now under its jurisdiction. 
This would involve some trimming of actual waterfront property. 


REVIEW OF BRITISH SHIPPING 


A gloomy outlook on ocean shipping conditions from the 
British viewpoint is reported by Trade Commissioner H. A. 
Burch, London, in a statement made public by the Department 
of Commerce. In 1929, said he, there was little, if any, change 
from the depression that had continued in British shipping in 
the last eight years. 

Earnings all around were poor and, with the exception of 
the tanker market, freight rates were down, according to the 
report. Mr. Burch remarks, however, that the Shipping World, 
a prominent British shipping journal, points out that in spite 
of adverse conditions, the leading shipping companies, according 
to accounts of 60 of them pubished in 1929, improved their 
financial position, having made somewhat larger provision for 
depreciation than in recent years. The return on capital in- 
vested, however, was small, ranging from 3.16 to 3.91 per cent. 

“Prospects in general for 1930 are an unknown quantity,” 
says Mr. Burch, after referring to the general situation in 1929, 
“but shippers are experiencing unusual difficulty in disposing of 
their cargoes, and altogether there seems to be a lack of 
optimism for the future. The existing uncertainty regarding the 
commodity market has had, and continues to have, a very de- 
pressing effect upon tramp shipping; as previously mentioned, 
the grain movement has been disorganized. Tramp shipowners 
are so dependent upon the carriage of grain that until there 
is an improvement in the commodity market, tramps will con- 
tinue to be faced with difficulties.” 

The British shipbuilding industry in 1929 had the best year, 
with the exception of the abnormal period in 1927, since that 
recorded in 1920, with respect to tonnage commenced, according 
to a report received in the Department of Commerce from Trade 
Commissioner H. A. Burch, London. The two most important 
features of the year are represented from every quarter as being 
the large number of orders placed for tankers, and the improve- 
ment in Great Britain’s competitive position with respect to 
other foreign shipbuilding countries. 

In 1924 the British industry was startled by the placing 
of several cargo boat orders by a British company with a Ger- 
man shipbuilder. This came about due to the fact that British 
shipbuilding companies were unable to quote competitive prices. 
Following that announcement, an inquiry was held regarding 
Great Britain’s competitive capacity, with a view to arriving 
at ways and means of lowering their overhead costs, so that 
they would be able to compete more favorably. The government 
legislated to reduce the local taxes, which were burdensome on 
the heavy industries, especially shipbuilding. Added to this 
relief are many economies which have been effected by ship- 
building companies, all of which have been passed on in the 
prices quoted for new business. At the present time foreign 
orders which are being carried out in their yards represent 40 
per cent of the total. 


HAGUE RULES BILL 


The House committee on merchant marine and fisheries held 
a brief session, March 10, on the White bill (H. R. 3830), em- 
bodying a revision of the Hague rules governing the carriage 
of goods by sea, and then adjourned subject to the call of the 
chairman. Hearings on the bill probably will be resumed in 
April. 

N. Sumner Myrick, of the Chamber of Commerce of the 
United States, said that though the chamber had not gone on 
record specifically as to the White bill, it had passed resolutions 
indorsing the Hague rules and that he believed it would favor 
enactment of the White Dill. 
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After Representative Davis, ef Tennessee, had questioned 
Norman Draper, of the Institute of American Meat Packers, and 
Ira A. Campbell, general counsel of the American Steamship 
Owners’ Association, as to changes that the White bill woulq 
make in the Harter act, the committee adjourned. Mr. Dayjgs 
desired to know whether the meat packers were willing to accept 
certain provisions of the bill that were different from those in 
the Harter act. Mr. Draper said that with the amendments 
he had suggested the packers were willing to accept the pilj 
Mr. Campbell, referring to the clause in the bill dealing with 
perils of the sea, said he did not think it placed the carrier jy 
any better position than the Harter act. He said he expecteq 
to be able to convince the committee that the bi.! was not unfair 
to the shipper in comparison with what the shipper now had. 





FRENCH SHIPBUILDERS ASK FOR AID 


A compensatory subsidy sufficient to allow the French ship. 
building industry to offer French constructed ships at the jp. 
ternational price is the subject of a petition presented to the 
government by the Association of Major French Ports, accord. 
ing to information received in the Department of Commerce 
from Trade Commissioner Louis Hill at Paris. 

The association states that the measures recently intro. 
duced by virtue of the maritime credit laws already existing 
have had favorable results, but that they are still inadequate 
and that supplementary clauses are necessary. The government 
is asked to take into account the labor and production conditions 
peculiar to the industry and to intervene in its favor with the 
least possible delay and in such a way as not to result in an 
increased burden on the equipment industry. 


CURRENT AMERICAN SHIPBUILDING 


On February 1 American shipyards were building or under 
contract to build for private shipowners 220 steel vessels of 
367,586 gross tons compared with 200 steel vessels of 360,291 
gross tons on January 1, 1930, according to the Bureau of Navi- 
gation, Department of Commerce. 

There were 24 wood vessels of 8,304 gross tons building or 
under contract to build for private shipowners during the same 
period compared with 26 wood vessels of 11,304 gross tons on 
January 1, 1930. 





OCEAN RATES ON GOATSKINS 

Complaint has been filed with the Shipping Board in No. 
59, Edmond Weil, Inc., New York, vs. American Export Lines, 
against a rate of 35 cents a cubic foot on 18 bales of dry salted 
goatskins returned from New York to Casablanca, Morocco. 
The charges amounted to $72.95. 

On the same shipment from Casablanca to New York, com- 
plainant alleges, the charges were $22. It says it has been sub- 
jected to the payment of a much higher freight rate for foreign 
gouds returned. Other steamship lines, it is alleged, have the 
provision in their tariffs that ‘‘on foreign goods returned, the 
exportation freight rate should be the same as the importation 
rate.” 

A cease and desist order and reasonable rates are sought. 


Cc. & O. SALON CARS 

A new kind of salon car, for coach travel, which will require 
no Pullman fare, will be a feature of “The Sportsman,” the 
new train to be put in service on the Chesapeake & Ohio lines 
March 30 between Norfolk, Newport News and Richmond on 
the east and Columbus, Toledo, Cleveland and Detroit in the 
Great Lakes section and intermediate points. These salon cars 
are equipped with large, roomy, deeply upholstered chairs, 48 
to a car, 32 on one side and 16 on the other side, which will tilt 
to 22 degrees and completeley revolve. There will be plenty 
of electric fans, superior lighting and ventilation, hot and cold 
water, rubber-tiled floor, and velvet aisle strip and ample bag- 
gage space. 

“The Sportsman” will have the latest type Pullmans, with 
plenty of compartment and drawing room space; observation 
and lounge, which will have a radio and carry the latest maga 
zines, newspapers, stock market reports. F 

Between Detroit and Columbus, meals will be served i 
a new type dining car, where passengers may dine, smoke, 
or lounge at ease. Between the eastern terminal and Ashland 
service will be provided in a regular dining car. $ 

For ten days prior to the inauguration of regular service 
“The Sportsman” will be put on public exhibition at a number 
of the cities along its lines. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Aviation News 
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PLANE-TO-POPULATION RATIO 


For every 19,800 people in the United States there is one 
licensed or identified airplane in operation, statistics compiled 
py the Washington bureau of the Aeronautical Chamber of Com- 
merce, made public by Frederick B. Rentschler, president, reveal. 

The report shows that there were 9,740 licensed and iden- 
tified planes throughout the country on January 15. Of this 
total 6,645 were licensed planes in actual operation. There also 


"4 vere 3,095 identified planes in the country in prviate use. 


The report lists the planes according to states, showing 
the various types, together with the population per plane and 


"J wgistered automobiles per plane. 


Bm vith 154. 


4 waft distributors with a total of 66. 
4 ofany other state, Pennsylvania having the next highest total, 38. 


cl States with 4,349 ships of that type in operation. 
J lso lists 1,816 land monoplanes and 465 amphibians and sea- 
| @ planes. 


For every plane listed there are 2,977 automobiles, the re- 
prt shows. In addition the report further reveals that there 


2 are 1,463 registered airports and 791 aircraft dealers throughout 


the country. 

California leads the country in the number of licensed and 
identified aircraft with 1,237 planes. New York is the only other 
sate that claims over 1,000 planes, having a total of 1,160. 
However, in the matter of licensed aircraft New York leads 
(alifornia with 955 as compared to 875. 

Other leaders in the number of planes are: Illinois, 729; 
Ohio, 571; Missouri, 522; Michigan, 474; Texas, 441; Pennsyl- 
vania, 434; Kansas, 432; and Oklahoma, 332. Nevada with only 
seven licensed and identified planes is at the bottom of the list. 

California also leads the country in the number of airports 
Texas has the second largest number of airports, 101. 
Other states in the 10 highest are: Pennsylvania, 85; Ohio, 76; 


q lllinois, 67; New York, 56; Oklahoma, 50; Wisconsin, 45; Michi- 
>y can, 45; Iowa, 45; and Florida, 41. 


California further leads the country in the number of air- 
This is almost double that 


Land biplanes lead all types of aircraft in use in the United 
The report 


Planes included in the report are only commercial aircraft, 


>} 0 listing of service ships having been made. 
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AIR TRANSPORT GROWTH 


A marked increase in scheduled air transport activities of 
United States air lines in the last four years is noted in a study 
of the growth of scheduled air transportation completed by the 
aeronautics branch, according to Clarence M. Young, Assistant 
Secretary of Commerce for Aeronautics. 


_ “The data obtained by the aeronautics branch,” said he, 
indicate beyond a doubt that scheduled air transportation no 
longer is in the experimental or novelty class, but is a valuable 
lactor in the economic advancement of the nation. 


“The four-year period from 1926 to 1929, inclusive, was se- 
lected for the study because prior to the establishment of the 
‘eronautics branch, which resulted from the enactment of the 
air commerce act of 1926, compete records of such scheduled 
air ela activities as were in existence are not now 
available. 


_ “Perhaps the most interesting feature of the study is the 
crease in the number of passengers carried. In 1926, there 
vere 5,782 persons carried on the scheduled routes then oper- 
dling, while in 1929, the estimated number was 150,000, or an 
Nerease of 2,492 per cent. 

' “Air mail poundage during the four-year period i. reased 
‘tom 810,855 pounds in 1926 to 7,700,000 pounds in 1929, while 
uileage flown by mail planes increased from 4,240,407 miles in 
1826 to 16,000,000 miles in 1929. 

_ “While the number of United States air transport operators 
creased from 18 in 1926 to 35 in 1929, a percentage of 94, the 
lumber of routes operated by these companies was developed 
fom 18 to 97, or 439 per cent. 

“On December 31, 1926, there was 8,404 miles of airways 
VDerated by the air transport companies, of which 8,039 were 
‘cr air mail. On December 31, 1929, there were 36,000 miles 
itairways in operation, of which 26,597 miles were used by the 
pel mail. The mileage actually flown by the operators increased 
9 per cent, or from 4,318,087 in 1926, with a daily average of 
1L830 miles, to 22,000,000 miles in 1929, or 60,273 miles average 
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daily. At the present time the daily scheduled mileage is 
90,000. 

“The planes and personnel engaged in the operation of 
scheduled air transport activities increased from 128 planes, 
127 pilots and 355 other personnel in 1927, to 525 planes, 500 
pilots and 1,500 personnel in 1929. 

“A portion of the foregoing data on operations and equip- 
ment must be credited to air lines owned by United States 
companies which extend into foreign countries in the western 
hemisphere. 

“Of the 36,000 miles of airways operated during 1929, 11,456 
miles were to Canada, Central and South America and the West 
Indies. Over these 11,456 miles of international airways, six 
United States air transport companies maintained 14 routes, 
carried 670,000 pounds of mail and flew 2,000,000 miles during 
1929. 

“Development of these inter-American services has been 
satisfactory when compared with the 185 miles of airways op- 
erated from the United States during 1926 over which 55,839 
pounds of mail were carried and 34,266 miles were flown by two 
operators. Comparable passenger, pilot and equipment statis- 
tics are not available, due to the lack of sufficient reports. 

“The results of the study show that scheduled air trans- 
portation constitutes only 15 per cent of all civil and commercial 
fiying activities in the United States. Studies covering the re- 
maining 85 per cent—miscellaneous operations, which include 
student instruction, air taxi operations, aerial photography, crop 
dusting, experimental flying and private flying—will be an- 
nounced later.” 


PILOT LICENSE QUESTIONS 

Two hundred and fifty questions, which indicate the general 
scope of the required written examinations for the various 
grades of Department of Commerce pilots licenses, have been 
compiled by the aeronautics branch, it is announced by Gilbert 
G. Budwig, director of air regulation. 

“The questions,” Mr. Budwig said, “clearly show that the 
requirements for a Department of Commerce pilot license call 
for a broad knowledge of the subject of civil aeronautics, in- 
cluding the air commerce regulations, the air traffic rules, air- 
planes, airplane engines, meteorology and navigation. In addi- 
tion to the written examination, applicants are required to pass 
the necessary physical and practical flying tests. 

“If an applicant cannot pass the written examination, even 
though he has learned to fly under an unlicensed status, he is 
indeed working under a great handicap which may result dis- 
astrously.” 


AIR MAIL STATISTICS 


Air mail for February amounted to 555,176 pounds, as com- 
pared with 505,933 pounds for January, and 618,809 pounds for 
December, 1929, according to the Post Office Department. The 
department pointed out there were but 28 days in February, as 
compared with 31 in January, so that the increase in February 
was all the more significant. 


AIR SERVICE ACROSS CANADIAN PRAIRIES 


A daily trans-prairie air mail service between Winnipeg and 
Calgary, a distance of 770 miles, and between Regina and Ed-’ 
monton, a distance of 456 miles, was scheduled to begin early 
in March, according to a report received in the Department of 
Commerce from Assistant Trade Commissioner A. H. Thiemann, 
Ottawa. For the first service, ten hours, and for the second, 
six hours will be required. Mail carried must be prepaid at the 
air mail rate—5 cents for the first ounce and 10 cents for each 
ounce thereafter. 


LIGHTING OF AIRWAYS 


The airways division of the aeronautics branch has placed 
a contract with the Westinghouse Electric & Manufacturing 
Co. for 400 standard 18-inch red and green course lights, at a 
cost of $24,168, to be used in conjunction with the standard 
24-inch revolving beacon lights now in use on the federal air- 
ways, according to an announcement by Clarence M. Young, 
Assistant Secretary of Commerce for Aeronautics. 

Course lights are supplementary to revolving beacons and 
have for their chief purpose the furnishing of characteristic 
signals by which the pilot can determine his distance along 
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the lighted airway. The characteristics are based on mileage 
numbers. There are 10 of these numbers from 1 to 10. When 
these lights are placed 10 miles apart they serve as an index 
to the mileage distance. 


. TRANS-MISSOURI BOARD 


The Trans-Missouri-Kansas Shippers’ Advisory Board will 
hold its twenty-seventh regular meeting in the State Capitol 
Building, Jefferson City, Mo., March 19. Clyde M. Reed, gov- 
ernor of Kansas, general chairman, wifl preside. It is expected 
that 500 or more industrial and railroad representatives will 
attend. 

A preliminary conference of rail executives and of the execu- 
tive committee will be held at the Missouri Hotel prior to the 
opening of the business session. The primary purposes of the 
conference, it is stated, are to discuss general business condi- 
tions in Missouri, Kansas, Oklahoma, Arkansas and Illinois, and 
to perfect plans to meet all of the transportation requirements 
needed in carrying on the commerce and industrial development 
in the states. Representatives of both industry and railroads 
will submit reports covering results of their surveys and pro- 
grams as to general business outlook in April, May and June. 

Henry S. Caulfield, governor of Missouri; L. W. Baldwin, 
president, Missouri Pacific, and Miss Amelia Earhart, Trans- 
Continental Air Transport, Inc., will be the principal speakers. 
Others will be Milton R. Stahl and J. W. Greenleaf, chairman, 
Missouri and Kansas public service commissions, respectively; 
F. E. Winburn, representative, Central Claim Conference, Chi- 
cago, Ill.; L. M. Betts, manager, car service division, American 
Railway Association, Washington, D. C., and E. W. Coughlin, 
district manager, car service division, American Railway Asso- 
ciation, St. Louis. 

The meeting will close with a banquet at the Missouri Hotel, 
at which Col. Halsey Dunwoody, executive vice-president, Uni- 
versal Aviation Corporation, St. Louis, will speak on “Aviation 
Transportation Development.” Also there will be an address by 
Charles D. Morris, assistant to chairman, Western Railways’ 
Committee on Public Relations, Chicago, on “Value of Coopera- 
tion Between the Railroads and Shipping Public.” Warren E. 
Fuller, assistant to executive vice-president, Chicago, Burlington 
& Quincy, Chicago, Ill., will be toastmaster. Music will be 
provided by the Diamond Jubilee Quartet, through the courtesy 
of the Missouri Pacific. 


SOUTHEAST ADVISORY BOARD 


Freight car requirements in the southeastern states the 
second quarter of the year will be about one per cent greater 
than in the same period last year, according to reports at the 
twenty-ninth regular meeting of the Southeast Shippers’ Ad- 
visory Board at Birmingham, March 7. A total of 1,040,884 cars 
will be required, as against 1,031,435 actually required in the 
same period last year. 

Substantial increases in the movement of cotton, crushed 
stone, sand and gravel, cotton seed and pulp, paper and products 
were predicted. Sizable decreases were expected in the move- 
ment of coal and coke, aluminum, furniture, machinery and 
naval stores. 

W. J. Wynn, city attorney, welcomed the visitors to Birming- 
‘ham, and Col. John C. Persons, president of the American 
Traders’ National Bank, spoke on “Industrial Birmingham.” 
General conditions in the territory were reviewed by W. C. 
Griffin, district manager, American Railway Association. 

The brick, clay and products industry reported conditions 
generally in line with those of last year. Demand for lumber 
and forest products improved in the last two months and the 
outlook, especially in view of building in prospect is reported to 
be particularly encouraging. Stocks on hand are below normal; 
markets are opening up, and the factors which adversely 
affected construction over the last several months have been 
largely adjusted. The iron and steel industry likewise antici- 
pates a slight increase over last year, based on similar observa- 
tions. 

A general improvement in demand for textile goods is ex- 
pected, and the movement of cotton from warehouses to mills 
should be about 30 per cent heavier than last year. There were 
18,004,300 active spindles in southern mills last month com- 
pared with 17,990,712 in the corresponding month last year, 
while the northern mills show a reduction in these comparative 
months of practically two million spindles. Late crushing and 
operation of mills in the second quarter of this year is expected 
to result in an increase of from 5 to 10 per cent in the move- 
ment of cotton seed and products. 

Information received from the machinery industry indicates 
very little difference in the market this year as compared with 


last. 
With the total aggregate value of farm crops produced in 

















the southeast last year exceeding by 7 per cent that of 1928 

and with financial conditions, trends of wholesale and retgjj of 
trade, and building construction showing new life, the mis. rai 
cellaneous commodities manufactured in the southeast are ex. dec 
pected to run to the 1929 levels, according to the reports. id 

Due to slightly smaller production, the naval stores industry vie 
is one of the few industries estimating a decrease in shipments @ iro 
this year. The coal and coke industry expects a 10 per cent “™ str 
decrease, due to the advent of natural gas in Mississippi, Ala. "ite 
bama and a portion of Georgia. cer 

Consumption of gasoline and other refined products in 1999 "WR an 
showed an aggregate increase of from 5 to 10 per cent in al) 7 
southeastern states except Florida, which reported a decrease Wm cel 
On this basis and in view of recent observations, an increase iver 
of a? cent in shipments of petroleum and products is ex. "dus 
pected. : ay 

With production normal and markets good, the pulp, Paper © “ 
and products people look for an increase of 6 per cent, while § 
no change is contemplated this year by the shippers of sugar, 7% por 
syrup and molasses. 

All citrus fruits must be moved from the state of Florida and 
by March 31, according to quarantine regulations. There are § 
some 16,000 cars of the crop to move in February and March. "™ bus 

Although too early for definite estimate, the movement of “™ rit 
fresh fruits, including peaches and watermelons, is expected to Be ce 
equal that of last year in the aggregate. An increase in the "am last 
production of potatoes is anticipated, based on acreage planted, | bee 


while the aggregate production of all other fresh vegetables is 
reported to be in line with last year. 

Movement of grain and grain products is showing an in @ Jun 
crease over last year; however, the general opinion is that ship- 
ments in the second quarter, because of uncertain markets dis- 
couraging buying in large quantities, will not show any material 
increase over the corresponding period of 1929. 
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ALLEGHENY ADVISORY BOARD te 
Predicated on the individual opinions of 713 carload shippers po 


of freight, representing approximately 92 per cent of the total 
production of the district, as crystallized by the Allegheny Re- 
gional Advisory Board through the medium of questionnaires 
and embodied in reports presented by tewnty-five commodity 
committees at the board’s thirteenth regular meeting at the 
William Penn Hotel, Pittsburgh, Pa., March 13, carriers serving 
the territory can expect a net increase of 5 per cent, or 50,922 
cars, in shipments in April, May and June, as compared with 
shipments in the corresponding months of 1929. 

Industries predicting increases are: Cément, 33.5 per cent; 
machinery, 14.6 per cent; boilers, 36.9 per cent; coal and coke, 
9.3 per cent; gravel, 11.3 per cent; building sand, 14.5 per cent; 
stone and products, 20.3 per cent; agricultural implements and 
vehicles, 9.1 per cent; petroleum and products loaded in tank 
cars, 6.6 per cent, and loaded in box cars, 11 per cent; lumber 
and forest products, 2.5 per cent; canned goods, 1.4 per cent; 
fertilizers, 0.6 per cent; paving brick, 10.2 per cent; clay, 0.5 
per cent; electrical goods, 5.5 per cent; glass bottles and con- 
tainers of all kinds, 5 per cent; flat building glass products, 
1.7 per cent; hollow building tile, 2 per cent; leather and prod- 
ucts, 1.9 per cent; and slag, 15.2 per cent. 

Commodities in which decreases are anticipated follow: 
Hay, straw and alfalfa, 3 per cent; potatoes, 5 per cent; iron 
and steel, 3.7 per cent; brick and clay products, 0.7 per cent: 
lime, 0.2 per cent; paper and products, 0.8 per cent; chemicals 
and explosives, 2.5 per cent; aluminum and products, 1 per cent; 
brass, bronze and copper, 14.8 per cent; common brick, 7.! 
per cent; face brick, 2.6 per cent; fire brick, 1.1 per cent; cast- 
ings, 7.4 per cent; coke, 5.5 per cent; earthenware and pottery, 
17 per cent; enamelware, 2 per cent; general glassware, 1 per 
cent; polished plate glass, 6.1 per cent; rough, rolled and ribbed 
glass, 12.3 per cent; iron and steel scrap, 7.8 per cent; paints 
and oils, 2.5 per cent; rubber and products, 3.7 per cent; glass 
sand, 12.6 per cent; sanitary-ware, 25 per cent; sewer pipe, 2.2 
per cent; tin plate, 7.9 per cent; and miscellaneous, 2.1 per cent. 

It is expected that carload shipments of flour, meal, and 
other mill products; fresh fruits; grain; live stock and fresh 
vegetables will be made in the same volume as last year. 

Analysis of the coal and coke cdémmmittee’s report indicates 
that coal producers in the central Pennsylvania low volatile : 
district are most optimistic, estimating 14.1 per cent increase. 9 cacy 
This is closely followed by a 13.8 per cent increase predicted Gre; 
for the northern West Virginia district. Western Pennsylvanla [ii hoip 
high volatile district is more conservative and expects an it- heat 
crease of 8.4 per cent and the eastern Ohio district anticipates ine} 
an increase of 7.3 per cent. Coal and coke tonnage represents ee 
approximately 50 per cent of the total carload traffic originated 
within the board’s territory. An increase of 9.3 per cent, o four 
49,515 cars, is expected in shipments of them. @ iirt 

Next to coal and coke, iron and steel tonnage is the largest 


bs 
o@ con 
& 





mat 
Sho 
Mil 
con 
of 1 


“ea 


ICUS IES BRIE SNC neh Ee 5s Eat 


Ciel, wea pam 














BT'S 
tal 
Re- 
res 
ity 
he 
ing 
)22 


ith 





yarch 15, 1 930 





of any commodity produced in the district and transported by 
rail, constituting about 27 per cent of the total. The predicted 
jecrease of 3.7 per cent represents 10,118 cars. Study of the 
jon and steel committee’s report discloses that prospects are 
viewed less favorably by the average sized manufacturers of 
ion, Dig and bloom, rails and fastenings, bar and sheet iron, 
structural iron, iron pipe and tin plate than by the rather lim- 
id number of concerns which originate approximately 73 per 
cent of this carload traffic, the former predicting 7.7 per cent 
and the latter 2.2 per cent decreases. 

yravel, sand and stone tonnage amounts to about 6 per 
cent of the district’s total and their estimated increase of 9.4 
yr cent represents 5,245 cars. The gravel, sand and stone in- 
justry’s favorable forecast is supplemented by the cement and 
yaving brick manufacturers’ reports, which, respectively, antici- 
pate increases of 33.3 per cent and 10.2 per cent. 

Commodity committee chairmen reported railroad trans- 
portation service as good to excellent and car supply adequate. 
a Carriers reported favorable freight locomotive and car supply 
“@ and good terminal situations. 

The banking committee viewed the general condition of 
“@ tusiness as fair to good. Data as of February 15, compared 
“@ with the same date of 1929 discloses decreases generally in 
dearings, deposits and savings, and that liquidations in the 
last three months in the larger communities have, on the whole, 
been satisfactory. 
Thirty-seven new members were admitted to the board. 
The board will hold its next meeting at Morgantown, W. Va., 
June 12. 


GREAT LAKES ADVISORY BOARD 


The seventh annual meeting of the Great Lakes Regional 
Advisory Board will be held at the Hotel Statler, Detroit, March 
%§. Estimates of car requirements for the second quarter of 
the year by the various industries will be presented by the 
commodity committees and railroad representatives will report 
on condition of equipment. The importance attached to the 
advisory board reports by bankers, economists and business 
generally is emphasized by the announcement. 


NEW PASSENGER EQUIPMENT 


Twenty-five new all-steel passenger cars that cost approxi- 
mately $850,000 will be placed in service by the Chicago, North 
Shore and Milwaukee, electric line operating between Chicago, 
Milwaukee and intermediate points, March 15. Both additional 
comfort and passenger safety are assured through a number 
of new features included in their design. The seats are of the 
“easy chair” type in use on a number of steam railroads and 








4 

g ‘ach car is provided with smoking compartment and two toilets. 
F treater visibility for passengers is furnished through increased 
B height of windows, a new thermostatic control insures even 
4 teat regulation in time of cold weather, and other improvements 
a include individual ventilators in each window, electric fans, and 
Mergency lighting. 

e The new cars weigh approximately 51 tons each and have 
i fur motors with a total power of 560 horsepower. Improved 


‘i-brake equipment is included and the cars are painted orange 
ith maroon trimmings, “increasing public safety through 
seater visibility of trains in operation.” Changes in motor 
‘ontrol also make possible greater acceleration and deceleration. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
I nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to w simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of meng ty ation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Proof of Loss or Damage 


Illinois —Question: Shipments are made from our factory 
to distributors, who in turn reship the goods to dealers by rail- 
road. The reshipments are made in the original containers and 
the carrier insists upon adjusting the damage claims on basis 
of 50 per cent of the value of the property upon the theory 
that damage is of a concealed nature and may have occurred 
during the original movement from the factory to the distributor. 

We are of the opinion that if the property is delivered to 
the carrier by the distributor in apparent good condition and a 
damage is sustained from the fault of the carrier, the carrier 
is liable for fhe full invoice price of the goods. When the car- 
rier receives the goods, it issues a bill of lading therefor, ac- 
knowledging receipt of the property in good condition and, under 
the interstate commerce act, it is liable for any loss or damage 
to the property occurring en route. If the carrier is not satis- 
fied with the shipper’s representation as to the character and 
condition of the property, it has the privilege of inspecting the 
property before receiving the same for transportation; and in 
the event that its examination discloses any defects in the 
property, it is privileged to make notations on the bill of lading 
to that effect. Having issued a clear receipt for the property, 
the burden of proof is upon the carrier to show freedom from 
negligence in the event that the shipment arrives at destination 
in a damaged condition. There is a presumption of law that, 
where a shipment arrives at destination in a damaged condition 
under a clear bill of lading, that the damage is due to the 
carrier’s negligence. Any condition to the contrary contained 
in the carrier’s bills of lading, classification or tariff is null and 
void, being in contravention of section 20 of the interstate com- 
merce act providing against limitation of the carrier’s liability 
for negligence or limitation of the shipper’s or receiver’s right 
of recovery for loss or damage due to carrier’s negligence. 

We would appreciate very much your advice in this matter, 
also any citations, decisions or court rulings. 

Answer: Where goods delivered to a carrier for transporta- 
tion have had a prior transportation, this fact alone will not 
relieve the carrier from liability for the full amount of the 
damage. 

Necessarily, however, this fact does increase the difficulty 
of showing that the freight at the time it was delivered to the 
carrier for transportation was in good condition, the burden of 
proof of which fact is upon the shipper. This for the reason 
that the shipper does not, owing to the fact that the goods have 
not been unpacked subsequent to their transportation to the 
point of shipment, have positive knowledge of their condition 
at the time they are delivered to the carrier and can only show 
this by evidence as to the condition of the packages, etc., and 
their care after having been delivered at destination by the 
carrier which transported them to the point from which they 
are subsequently reshipped. 

The statement in the bill of lading that goods were received 
in apparent good condition is prima facie evidence only as to 
that fact, and not that the goods were actually in good condition 
at the time they were delivered to the carrier for transportation. 
That is, such a statement related only to external conditions, 
and does not make out a prima facie case against the carrier 
with reference to damage not apparent. The recital of good 
condition, or apparently good condition, does, however, make 
out a prima facie case against the carrier that the goods were 
in apparently good condition so far as ordinary inspection with- 
out opening the package would disclose, the burden of proof 
being on the carrier to show that the goods were not in such 
apparently good condition when received by it for transportation. 

From a legal standpoint, claims for concealed loss or dam- 
age are as valid as any other claim; the only difference is that 
in case of concealed loss or damage it is more difficult to estab- 
lish the proof necessary to prosecute the claim. In order to 
recover the value of goods lost or damaged under circumstances 
which bring the case within the category of a concealed loss 
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or damage, the plaintiff must prove by a preponderance of evi- 
dence that the loss or damage occurred while the goods were 
in the carrier’s possession. 

If the shipper sustains the burden of proof resting upon 
him of showing delivery to the carrier in good condition and 
of proof that the damage did not occur while the shipment was 
in the hands of the drayman or in the consignee’s warehouse, 
recovery may be had, unless the carrier can show that the dam- 
age resulted from a cause for the consequences of which it is 
not liable. See the following cases relating to concealed loss 
or damage which indicate what evidence is essential to a re- 
covery in such cases: Shore vs. N. Y. N. H. & H. R. R. Co., 
121 Atl. 345; John Deere Plow Co. vs. American Express Co., 
223 S. W. 488; Canfield vs. B. & O., 75 N. Y. 144; Hirsch vs. 
Hudson R. Line, 57 N. Y. S. 272; Baer vs. N. Y. C. & H. R. R., 
144 N. Y. S. 682; Silverman vs. C. C. C. & St. L., 157 N. Y. S. 
876; Wallers vs. N. Y. C. & H. R. R. Co., 166 N. Y. S. 1083; 
Openhym et al. vs. Maine S. S. Co., 127 N. Y. S. 463; Miller vs. 
R. R. Co., 90 N. Y. 420; 48 Am. Rep. 179; Jean Garrison & Co. 
vs. Flagg, 90 N. Y. S. 289; Thyll vs. R. R. Co., 84 N. Y. S. 175; 
Ragan vs. N. Y. R. Co., 98 S. E. 860 (S. C. 1917); Edwin B. 
Stimpson Co. vs. C. B. & Q., 164 N. Y. S. 68. 


Damages—Special 


Missouri.—Question: We will appreciate your opinion on 
the following question: 

A shipment of moving picture films was delivered to the 
express company five hours before time for departure of the 
train. The carrier failed to forward the shipment on this train 
and they went forward on the next available train, which caused 
them to arrive at destination too late for the afternoon per- 
formance. ' 

Claim was filed for an amount greater than the rental value 
of the films, we will say, for $60, while the carrier contends 
the rental value for one-half day is $18.50 and offers settlement 
on that basis. There is no controversy as to the carrier being 
liable for the delay, but they are unwilling to admit of liability 
greater than the rental value of the films for the half day of 
performances missed. It is our contention that it is common 
knowledge that delay to films will cause extra damages; that 
the claimant had the expense of heating the theater for the 
afternoon performance; and they had employes on duty when 
these films failed to arrive. 

Will you please advise if our claim is justified on the basis 
claimed and cite any decisions to substantiate our position? 

Answer: It is a rule of universal application that damages 
recoverable for delay in transportation must be such as might 
reasonably have been contemplated by the parties at the time 
the contract of carriage was made and that special damages 
for delay are recoverable only in case the shipper, at or before 
the time of tendering the goods for shipment, informed the 
carrier of the special circumstances which rendered prompt 
transportation and delivery of the goods at their destination 
necessary. 

To render effective the notice of special circumstances, it 
is esesntial that it be given at or before the time of making 
the contract of shipment. 

However, if it appears from the nature of the goods shipped 
or from other circumstances that the carrier ought to have known 
of the consequences which would follow from delay in trans- 
portation, it is charged with notice of such circumstances, al- 
though no actual notice was given. Under these circumstances 
the court may justly infer knowledge. Whether the facts in 
any given case satisfy this rule is often a very close question. 
In two cases opposite conclusions were reached as to whether 
damages in excess of the rental value of the films could be 
recovered in the absence of notice to the carrier at the time 
they were delivered to it for transportation of the special cir- 
cumstances rendering prompt transportation and delivery neces- 
sary. These cases are Chapman vs. Fargo, 119 N. E. 76, and 
Diamond vs. Southeastern Express Co., 128 S. E. 417. In the 
former case the court said: 


In the case of property like films intended for use as distinguished 
from sale or some other purpose, the ordinary damages would be 
the loss of rental value caused by the delay and perhaps certain in- 
cidental expenses if incurred. Sutherland on Damages, Vol. 4, 905; 
Hutchinson on Carriers, Vol. 3, 1373. 

But before defendant could be held to special damages, such as 
the present alleged loss of profits on account of delay or failure of 
delivery, it must have appeared that he had notice at the time of 
delivery to him of the particular circumstances attending the ship- 
ment, and which probably would lead to such special loss if he 
defaulted. Or, as the rule has been stated in another form, in order 
to impose on the defaulting party a further liability than for damages 
naturally and directly, i. e., in the ordinary course of things, arising 
from a breach of contract, such unusual or extraordinary damages 
must have been brought within the contemplation of the parties as 
the probable result of a breach at the time of or prior to contracting. 
Generally, notice then of any special circumstances which will show 
that the damages to be anticipated from a breach would be enhanced 
has been held sufficient for this effect. 

In this case it was not a sufficient basis for recovery for loss 


of special profits that the carrier should know of the general purposes 
for which the films were to be used. He should have been notified 
of the particular circumstances and purpose already recited making 
important their delivery by a certain day and which have been made 
the foundation of the special damages which have been allowed In 
effect he should have been made aware that plaintiff had made cer- 
tain plans based upon the arrival of the films at a certain time and 
that in case of nonarrival these plans would be destroyed in all prob- 
ability, causing certain damages. Hutchinson on Carriers, Vol, 3 
1369; Booth vs. Spuyten Duyvil Rolling Mill Co., 60 N. yY. 487; Ti’ 
Cent. R. R. Co, vs. Nelson, 139 Ky. 449; 97 S. W. 757; Express Co. 
vs. Jennings, 86 Miss. 329; 38 South. 374; Higgings vs. U. S. Express 
Co., 83 N. J. Law, 398, 85 Atl. 450; Thomas, etc., Mfg. Co. vs. Wabash, 
etc., R. R. Co., 62 Wis., 642, 22 N. W. 827, 51 Am. Rep. 725; Simpson 
vs. London & N. R. R. Co., 1 Q. B. 274; Hadley vs. Baxendale, 4 
Iexch. R. 341; Gee vs. Lancashire, etc., Ry. Co. 6 H. & N. 210; Mather 
vs. Amer, Express Co., 138 Mass. 55, 52 Am. Rep. 258; Swift River 
_ +s R. R. Co., 169 Mass. 326, 47 N. E. 1015, 61 Am. st 

ep. 288. ‘ 


In the latter case the following statement from the cop. 
curring opinion of Justice Miller seems to state the line of 
reasoning upon which the decision was based: 


I do not think the damages recovered are either speculative or 
special, but only such as, in the circumstances disclosed by the ree- 
ord, were in the contemplation of the parties. A carrier must be held 
to know facts familiar to ordinary people. Appellant must have known 
that plaintiff would sustain precisely the damages proven in this 
case; the loss sustained was the natural and necessary result of its 
failure promptly to carry and deliver the picture. The principle in- 
volved is concluded by Lester vs. Fox Film Corporataion, 114 §, ¢. 
533, 104 S. E. 178. 

But if the damages allowed be regarded as special, the judgment 
must be sustained. Plaintiff was engaged in a standard business the 
character of which defendant well knew; the course of dealing between 
the parties had been such as to advertise the defendant thereof: 
there was nothing in relation to the matter of which the defendant 
could have been notified, which it did not already know. 

Elliott (4 Elliott on Railroad, Section 1731) thus states the rule: 

“It is well settled that special or peculiar damages claimed to 
have resulted from the carrier’s delay cannot be recovered unless 
the carrier had notice before or at the time of accepting the goods 
of the special circumstances, rendering prompt transportation neces- 
sary, or at least ought to know of the same.” (Bold face mine.) 

The bold face words clearly show that when the carrier knew, 
or ought to have known of the special circumstances rendering prompt 
transportation necessary, the requirement as to notice is fulfilled. 


In Reeves vs. American Railway Express Co., involving 
delay to baggage, the principle of the decision in the Chapman 
case, referred to above, was applied. 


Peddling from Cars 


North Carolina.—Question: It would be appreciated if you 
would advise if there is to your knowledge any railroads assess- 
ing extra charges in addition to regular demurrage charges on 
refrigerator cars that are held over an indefinite period by fruit 
and produce peddlers throughout the United States. 

We are experiencing trouble in this territory with peddlers 
which we term as the “Fly-by-Night” class of produce dealers, 
who will bring inferior fruit and produce into a town and use 
the refrigerator equipment of the railroad and pay the regula 
demurrage charge rather than build a refrigerating plant of 
their own, which method can be used very effectively and at a 
much lower cost than the building of a system of their own. 

If there are tariffs published by railroads covering charges 
in addition to the regular demurrage charge, then it is asked 
that you kindly quote tariffs and name one specific tariff, with 
page and item, covering vicinity in whcih it applies. 

Answer: The matter of peddling fruits and vegetables, as 
well as other commodities, from cars was considered by the 
Interstate Commerce Commission in Docket No. 9092, the Car- 
Peddling Case, 45 I. C. C. 494. In this case the Commissiol 
very definitely, citing decisions of the courts to support its 
views, holds that, so far as interstate traffic is concerned, a 
carrier may not be required to extend the use of its premises 
for such a practice. The Commission, in this case, holds that 
the view that the use by a shipper of a car on the carriers 
tracks at destination as a place for peddling or vending to the 
public the carload shipment arriving in it is a service of trans 
portation has no sanction at common law or in the act tl 
regulate commerce; and the mere toleration by certain carriers 
through a period of years of such a use of their property affords 
no basis for a ruling that the practice has grown into a ship- 
per’s right and a carrier’s duty. 

On pages 502 and 503 of its report, the statement 1s made 
that the continuance or discontinuance of the practice is a mat 
ter resting within the control of the carriers themselves and 
not within the control of the Commission except to the extent 
that the privilege may be accorded to some shippers and denied 
to others under conditions that involve an unlawful oa 
tion; that manifestly if the right to peddle from the car 1s denie 
to a shipper of vegetables from Iowa to a given destination 12 
Nebraska, the same right may not lawfully be accorded to a 
competitor shipping like commodities to the same point from 
a Nebraska point of origin, as that would be an unlawful ya 
crimination and where such conditions exist they should be 
corrected. 
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In the Car Peddler Case, the Commission, with respect to 
special charges for the detention of cars for peddling, said: 


In the belief that higher charges would tend to force cars being 
detained by shippers at destination, for their purely selfish or in- 
jividual reasons, into the service of shippers waiting for cars in 
which to move their traffic, the Commission in a number of instances 
quring the past few months has sanctioned increased demurrage 
charges; and in the interest of the general shipping public and_ in 
order to keep the cars of the carriers employed as much as possible 
in the actual carriage of commerce, the Commission, over the protests 
of shippers whose individual or private interests were promoted by the 
nger free time for unloading at destination, has permitted many 
riff rules to become effective by which the free time has been re- 
juced. It has been suggested also that instead of applying the ordi- 
nry demurrage rules special charges might be established for the 
jetention of cars by shippers while vending their contents to local 
ommunities. But the defendant carriers have proposed no such ar- 
rangement and, in the light of what has been said, we are not pre- 
pared to hold that we may lawfully require them to subject their 
property to such a use, particularly while shippers in many parts 
of the country are urgently demanding cars in which to move their 
merchandise. 


We are not aware of any tariff provisions under which car- 
riers have provided a charge in excess of the regular demurrage 
where cars are used for peddling freight. 


Liability of Carrier for Erroneous Advice as to Proper Bill of 
Lading Notation Respecting Protective Service 


Michigan.—Question: Will you kindly give us the Inter- 
state Commerce Commission’s ruling on a case similar to the 
one shown below? 

A few days ago a car of canned goods was ordered shipped 
fom Washington and the shipper wired to know if Shippers’ 
or Carriers’ Protective Service was desired. It was desired that 
the shipment move in a regular refrigerator car, plugs in, vents 
closed, not heated. Not being sure whether this was Shippers’ 
or Carriers’ Service, an off-line railroad, over which car was 
routed, was telephoned. They told us to specify Carriers’ Pro- 
tective Service. 

It now develops that this was wrong, and the railroad has 
admitted the error. However, it will cost eight cents per cwt. 
for heating service, and the car may arrive sweating, causing 
cans to rust, which will necessitate cleaning. Can a claim be 


Answer:—We can locate no decision of the Commission 
but, in our opinion, the principles of its 
findings in Merriam, Hall Co. vs. B. & M. R. R. Co., 42 I. C. C. 
35, are applicable. In this case the Commission said: 


Complainants do not attack the reasonableness of the ferry-car 


3 nle nor the amount of the charge, but assert that as a result of 


following the erroneous loading instructions given by defendant's 
agent ferry-car charges were incurred, and that if correct instruc- 
tions had been given the cars would have been loaded in such manner 
as not to incur such charges. On August 6, 1915, complainants were 
advised by defendant’s agent how to load ferry cars so as to avoid 
ferry charges, and none have been incurred since that date. 

The act to regulate commerce charges carriers and shippers alike 
wih knowledge of the provisions of tariffs, and this Commission is 
without authority to award reparation solely upon a showing that 
froneous advice as to loading methods was given by defendant's 
agent. Wolverton vs. U. P. R. R. Co., 31 I. C. C. 23. This situation 
isnot unlike instances wherein we have refused to award reparation 
ty reason of a misquotation of a rate or tariff provision by a car- 
rer’s agent. Poor Grain Co. vs. C., B. & Q. Ry. Co., 12 I. C. C., 418. 


Conversion 


Ohio.— Question: Would appreciate if you kill kindly ad- 
vise us as to the following: 

A car of sand shipped from territory A to Cleveland over 

arrier B, which car was delivered to our yard and unloaded, 
same being carted to this company by carrier B. 
_ At the time the car was received we were handling a 
‘arge amount of sand from the same territory this car was 
shipped from and, thinking it was from the same shipper, we 
inloaded same. : 

A claim was filed by the shippers against carrier B and same 
Was adjusted. Carrier B has sent us a bill covering the car in 
question, but the price assessed is practically 80 per cent higher 
than the price of sand that we were buying from the same ter- 
titory during the period that the car was received at our yard. 
We have taken exceptions to paying carrier B the price stated 
their bill on the ground that the price of sand at that time 
Yas practically 80 per cent less than their invoice. We feel 
ve do not owe carrier B on this car any more than the price 
ofthe sand that was shipped from the same territory at the 
ime this car was shipped. 

_ We will appreciate hearing from you as to the legal ruling 
Na matter of this kind. 

Answer: A delivery by a carrier to the wrong person is a 
‘aversion on the part of the carrier because there is an act 
ot dominion exercised, namely, delivery to a third party con- 
tary to the interest of the real owner, thereby making the 
‘tier liable in damages to the owner of the goods. 

The measure of damages for a conversion by the carrier 
‘f goods intrusted to it for transportation is the value of the 
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goods at the time and place of the conversion, usually, and, in 
this case, the destination of the shipment. 

Where through mistake the carrier has delivered goods to 
the wrong party and on demand pays the true consignee thereof 
their full value, it may recover from such person the money 
so paid as paid to his use. 

We do not locate any case in which the facts were the same 
or similar to those set forth in your letter, but it is our opinion 
that, inasmuch as the carrier is liable in damages to the real 
consignee for conversion to the extent of the value of the goods 
at the time and place of conversion, the destination of the 
shipment, which value is the established market value, if there 
is one, at that point, the carrier may recover that amount from 
you, notwithstanding the fact that this amount exceeds the 
amount which you were paying for sand at that time. 

If the invoice price to the real consignee of the sand de- 
livered to you by mistake exceeded the market value of sand 
at destination at the time it was delivered to you, the carrier, 
in paying to the real consignee the invoice price, has paid an 
amount in excess of its legal liability and therefore may not 
recover from you an amount in excess of the market value at 
destination, either the established market value or a value ar- 
rived at by using other factors which will closely approximate 
the market value, the invoice price of a commodity not neces- 
sarily being the equivalent of the market value at destination, 
but only a factor useful in determining the market value, which 
latter value is the basis on which recovery would have been had 
had the real consignee found it necessary to sue the carrier for 
conversion of the sand in question. 

It is true that the carrier in delivering sand to you which 
belonged to another person was liable in conversion to that per- 
son, but it is equally true that you in receiving sand, even 
through mistake, which belonged to another, was liable in con- 
version to that person for the value of the sand. We, therefore, 
are of the opinion that the carrier could recover from you the 
destination value, regardless of the fact that under a contract 
which you had you could have secured sand at a lower price. 


Common Arrangement for Through Carriage—What Constitutes 


Pennsylvania.—Question: We would appreciate your opin- 
ion as to the lawfulness of a carrier accepting shipments for 
delivery to and transportation by so-called short lines which 
do not file tariffs with the Interstate Commerce Commission. 
In all cases the railroad is of an intrastate character and ac- 
cording to the common law of the state files with the Public 
Service Commission. It is the contention of several carriers 
that under section 6, paragraph 7, of the act, in order that such 
carriers may legally accept any shipment, the rates in question 
must be on file with the Interstate Commerce Commission. This 
places us under a considerable handicap, since we have offered 
to deliver these shipments to the carriers on any basis in so 
far as charges are concerned. However, they do not feel that 
they are in a position to accept, as it would be a violation of 
the act previously mentioned. 

Will you kindly give us the benefit of your opinion in the 
matter? 

Answer: With respect to this question, see the Commis- 
sion’s decision in Transportation by C. & O. Ry. Co., 21 I. C. C. 
207, in which case the Commission held that there is no arrange- 
ment for continuous carriage or shipment from one state to 
another between the carrier by rail and a carrier by water 
not subject to the act, when shipments by rail, entirely within 
one state are consigned to care of a carrier by water which 
acts as agent of the consignee at a port in that state and the 
carrier by water transports said consignments to a point in an- 
other state, such other destination not appearing in the rail 
earrier’s bill of lading. Under the principle of this case ship- 
ments may be consigned to the agent of the intrastate carrier 
and reshipped at the intrastate rate, provided the intrastate 
carrier is not subject to the interstate commerce act, which 
appears to be true. In its decision in the above referred to 
case the Commission said: 


The holding of the majority of the Commission in the Matter of 
Jurisdiction Over Water Carriers, 15 I. C. C. Rep., 205, is entirely 
in accord with the views of the Supreme Court above cited. The 
Commission has held that a shipper may not use a carrier subject to 
the act, or its agent, as his agent for the purpose of receiving con- 
signments of property and rebilling the same in order to break an 
interstate journey or make an intrastate one. It is to be observed 
that the Commission’s authority is confined to carriers subject to 
the act, and until a carrier becomes subject to the act, voluntarily 
or as a matter of law, the Commission’s rule as to a shipper availing 
himself of such carrier as his agent does not apply. 


However, in this connection, see the article entitled ‘“Mun- 
son Rail Case,” page 234, January 25, 1930, Traffic World. 
Rates—lIntrastate Rates Increased Under 13th Section Order 

of |. C. C.—Publication and Filing of 

Minnesota.—Question: I will appreciate your opinion on the 
following matter: 


The Interstate Commerce Commission, after a 


hearing, 











PAGE 724 





increased intrastate rates. With which commission should the 
tariffs be filed containing the rates increased by order of the 
Interstate Commerce Commission; that is, should the tariffs 
be filed with the state commission, or the Interstate Commerce 
Commission? 

Answer: Even though the Interstate Commerce Commis- 
sion, under a decision based upon an allegation ‘of discrimination 
under section 13 of the act, orders the intrastate rates to be 
raised to the level of the interstate rates between the same 
points, such rates are intrastate rates and should be published 
and filed with the state commission. 


Tariff Interpretation—Conflicting Rates 


Georgia.—Will you please advise us your opinion in regard 
to the following and, if possible, cite us to I. C. C. or court 
decisions? 

The carriers’ publishing agent published a joint point-to- 
point commodity rate effective January 1, 1927, and another 
publishing agent published at a later date and effective Janu- 
ary 1, 1928, a joint point-to-point commodity rate on the same 
commodity, from same point of origin to the same destination, 
the latter being 34% cents less than the former. The rate car- 
ried in the tariff effective January 1, 1927, has never been 
canceled. 

\ aaa advise which, in your opinion, is the proper rate to 
apply. 

Answer: Where conflicting rates are named in separate 
tariffs the rate first established is the legal rate, upon the prin- 
ciple that lawfully established rates remain in effect until 
specifically canceled. Blytheville Compress & Warehouse Co. 
vs. M. & O. R. R. Co. et al., 123 I. C. C. 95; Tomkins-Summer 
Co. vs. C. M. & St. P. Ry. Co., 120 I. C. C. 677; and Grain and 
Grain Products from Iowa and South Dakota to Colorado and 
Utah, 109 ©. C. C. 37. 


Limitation of Actions—Overcharge Collected by Carrier in 
Amount of So-Called Undercharge Paid to Carrier 


Pennsylvania.—Question: Please give us an opinion on the 
following, citing decision of the Interstate Commerce Commis- 
sion, if any: 

Two cars of potatoes were shipped from North Carolina in 
June, 1926, and delivered at destination the same month and 
year, of course. Original freight bills were rendered based on 
through rate, and charges were paid on this through rate. How- 
ever, in July, 1926, corrected billing was rendered asking for 
additional charges, account no through rates applying via route 
car traveled. A combination rate was applied and the corrected 
charges were applicable. The shipper was responsible and ad- 
mitted responsibility, but never sent check for the additional 
charges. The carrier attempted to collect these additional 
charges from us, as the final consignee, but we refuse to pay 
same. Collection was placed with the carrier’s legal depart- 
ment and, through an error of one of partners, judgment was 
entered against us and we paid the amount thereof. The pay- 
ment of the additional charges was made July, 1928, settlement 
in full. What we would like to know is whether the statute of 
limitations applies to the time the shipment was delivered or 
whether we have a claim for overcharge based on the payment 
in 1928, an overcharge having developed, due to a different com- 
bination applying. 

Answer: The Commission has construed the effect of the 
decision rendered on February 19, 1923, by the Supreme Court 
of the United States, in Kansas City So. Ry. Co. vs. Wolf, 261 
U. S. 138, and paragraph 3 of section 16 of the interstate com- 
merce act as prohibiting common carriers subject to the act 
from paying subsequent to the three-year period of limitation 
contained in that paragraph claims for overcharge presented 
to the carrier by shippers or consignees either within or subse- 
quent to the said three-year period of limitation, unless within 
said three-year period the claims have been presented to the 
Commission or to a court of competent jurisdiction in accord- 
ance with the applicable provisions of said act. 

The construction the Commission has placed upon the de- 
cision in the Wolf case and paragraph 3 of section 16 of the 
act would prohibit the payment of your claim by the carrier at 
this time, unless recovery could be had upon the theory that 
when the undercharge was collected by the carrier its account 
was satisfied and the shipper’s action for the recovery of the 
overcharge which was paid as a part of the undercharge claimed 
by the carrier could be collected in quasi contract; that is, that 
there could be a recovery of money paid under mistake of fact, 
the amount of which if retained by the carrier would result in 
its unjust enrichment. As to such a suit, if it can be main- 
tained, the period of limitation would run from the date of the 
collection of the overcharge, namely, July, 1928. On the other 
hand, it is more than likely that the matter would be treated 
as an entire transaction; that is, that the delivery of the ship- 
ment, the collection of the overcharge by the carrier, and the 
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filing of claims by the shipper for an overcharge would be treateq 
as an entire transaction, in which event the date of the delivery 
of the shipment would, under the provisions of paragraph 3 of 
section 16 of the act, fix the date from which the three-year 
period runs. This latter view seems to be the basis of the 
Commission’s report in Crerar Clinch Coal Co. vs. A. A. R. R 
Co., 118 I. C. C. 171, which case covered the collection of ap 
overcharge included in the payment of an undercharge, the 
question being whether a complaint for the overcharge had been 
brought within the statutory time prescribed in paragraph 3 of 
section 16 of the act. 


Freight Charges—Liability of Consignor 


Michigan.—Question: A short time ago we shipped a car 
of hay to X, Virginia, billed to our order, notify John Smith ¢ 
Co. We drew draft on Mr. Smith for the amount of the hay less 
the correct amount of freight. 

The railroad charged Mr. Smith about two-thirds of the 
freight, and says that Smith is not able to pay the balance, so 
they are looking to us for payment. We understand that Mr. 
Smith must be bankrupt or insolvent before the arilroad can 
come back to us for this freight. Will you please advise ys 
whether we are right or not? 

Answer: Where a party is shown in the bill of lading as 
the shipper or consignor and he fails to avail himself of the 
provisions of the “no-recourse” clause of the bill of lading, i. e.,, 
the stipulation referred to in section 7 thereof, he is liable for 
an undercharge, as there is an implied promise on his part to 
pay the freight charges, as a result of his delivering goods to the 
carrier for transportation. Ordinarily, his obligation is a pri- 
mary one. L. & N. R. R. Co. vs. Central Iron & Coal Co., 265 
U. S. 59; Western Maryland Ry. Co. vs. Cross, 123 S. E. 572: 
Chicago Junction Ry. Co. vs. Duluth Log Co., 202 N. W. 24. 

The liability of the consignor is not conditioned upon the 
bankruptcy or insolvency of the consignee, the liability of the 
consignor being distinct from that of the consignee, the latter 
becoming liable only by reason of his acceptance of the goods 
from the carrier. 


Tariff Interpretation—Specific Classification Rating vs. General 
Commodity Description 
Minnesota.—Question: We would like to have your opin- 
ion and reference to Commission decisions, covering a situation 
which we have never seen fully explained. What, in your opin- 
ion, is the proper interpretation of item 195, on “Machinery,” 
as published in C. & N. W. Tariff I. C. C. 9500? What does this 
item include, exclude, and what is the tariff authority for it? 
We have in mind two carload shipnients of power shovels, 
moving from Milwaukee to Wakefield, Mich. It is our conten- 
tion that power shovels are machinery, although they are not 
listed under machinery in the classification. There is no ques- 
tion but that they are machinery, and are known as such in 
the parlance of the day. Item 195 names a rate of 30%c per 
cwt. between these points, whereas the carrier has used the 
Class A rate of 39%4c per cwt. The Commission has said. 
“Where an article is clearly embraced within a generic com- 
modity designation and neither the tariff nor governing classi- 
fication discloses a contrary intention, the commodity rate 1s 
appliable, even though the classification description was more 
specific and have done so even though the particular article 
was not in contemplation when the commodity item was framed. 
On the cover of C. & N. W. Tariff I. C. C. 9500 is a plain declara- 
tion in these words: “Governed (except as otherwise provided 
herein) by the Western Classification.” What does the phrase 
“except as other wise provided herein” mean? What does It 
cover, the alternative class rates or the particular items of the 
tariff which make reference to the tariff? Or does it mean 
that the rules of the classification govern? This phrase on the 
cover of the tariff is not clear and never has been. It is our 
contention that the phrase “except as otherwise provided herein 
means, that item 195 is exempt from the classification, as n0 
reference is made to it. In items 197, 205 and 209 of this tariff 
it is stipulated just what kind of machinery may be included. 
To substantiate our contentions we refer you to Tariff Circular 
20 of the Interstate Commerce Commission, wherein it is ver 
plainly stated, on page 4, in paragraph 5, that “A tariff is not 
governed by a classification, classification exceptions oF rule 
circular, except when and to the extent stated on or in the 
tariff.” “4 
Item 195 of C. & N. W. Tariff I. C. C. 9500 is headed “Ma- 
chinery.” On referring to the classification (as the carrier 
would have you do) it will be noted that no such item 7 
“Machinery” is listed, other than machinery, N. O. I. B. N., bu 
item 195 makes no such distinction. Furthermore, that 1s - 
the point involved. We further understand that a tariff 1s ; 
be read in the light of the governing classification. This ys 
are doing, as “machinery” not listed in the classification, a 
therefore you cannot take something out of the classificatio 
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THE YORKER 
Freight 
yew York and Jersey City 
to York, Pa. 


THE BULL DOG 
Merchandise 
\kron to Seaboard Cities 


FLYING CLOUD 
Merchandise 
Buffalo to Pittsburgh 


THE BISON 
live Stock— Perishable 


4 wufalo to Seaboard Cities 


GUTS 
Merchandise | 


F witalo to Seaboard Cities 


MAN O’ WAR 
Live Stock 


: hhicago to Seaboard Cities 


THE PACKER 
Perishable Freight 


: thicago to Seaboard Cities 


THE MERCURY 
Merchandise 


is lhicago to Seaboard Cities 


THE SALESMAN 
Merchandise 
Chicago to Buffalo 


THE MASCOT 
Perishable Freight 


5 Chicago to Pittsburgh 


THE RELIABLE 


3 lerishable— Merchandise 


Chicago to Columbus 


THE VIRGINIAN 


J erishable— Merchandise 
} Chicago to Columbus 


THE DERBY 


WP erishable— Merchandise 


Chicago to Louisville 


THE COLONEL 


is. | tishable— Merchandise 





Chicago to Louisville 


THE INVINCIBLE 


4 lerishable— Merchandise 


Chicago to Cincinnati 


_ SPARK PLUG 
live Stock— Perishable 
lincinnati to Pittsburgh 
and Seaboard Cities 


THE CINCINNATUS 
_ Merchandise 
innati to Seaboard Cities 


THE DIXIE 

Merchandise 
dledo to Columbus 
and Cincinnati 


THE FOREST CITY 
"ishable— Merchandise 
Cinnati to Cleveland 
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THE EAGLE 
Perishable— Merchandise 
Cleveland to Seaboard Cities 


THE GAS WAGON 
Merchandise 
Detroit to Seaboard Cities 


THE GREYHOUND 
Live Stock 
St. Louis to Seaboard Cities 


UNCLE SAM 
Perishable Freight 
St. Louis to Seaboard Cities 


THE RANCHMAN 
Perishables 
St. Louis, Indianapolis, 
Columbus and Cincinnati to 
Pittsburgh and Seaboard Cities 


THE TRAILBLAZER 
Merchandise 
St. Louis to Pittsburgh 


THE CODORUS 
Freight 
York, Pa., to Jersey City 
and New York 


THE ORIOLE 
Perishable Freight 
(From Southern States) 
Washington to New York 


UNCLE REMUS 
Perishable Freight 
(From Southern States) 
Washington to Boston 


THE CORNUCOPIA 
Merchandise 
Buffalo to Seaboard Cities 


“The Limiteds 
of the Freight Service”’ 


Many shippers throughout America are 
benefiting from the regular, dependable, on 


time performances of these 62 named 
Pennsylvania freight trains. 

They constitute a fleet of busy carriers 
whose importance in the industrial and 
commercial life of the nation can hardly 


be exaggerated. 


THE THOROUGHBRED 
Live Stock 
Indianapolis to Pittsburgh 
and Seaboard Cities 


‘ ‘Ww _ b ] 
Perishable— Merchandise 
New York and Philadelphia 
to Buffalo 


THE CAT BIRD 
Perishable— Merchandise 
Norfolk to New York 


THE PREMIER 
Live Stock 
Pittsburgh to Seaboard Cities 


THE CHAMPION 
Perishable— Merchandise 
Pittsburgh to Wilkes-Barre 


THE CAPTIVATOR 
Perishable— Merchandise 
Cincinnati to Pittsburgh 

and Seaboard Cities 


THE VULCAN 
Merchandise 
Carnegie and Pittsburgh 
to Seaboard Cities 





THE ACCELERATOR 
Merchandise 
Toledo to Pittsburgh 


THE ROCKET 
Perishable— Merchandise 
Seaboard Cities to Cincinnati 


THE BIG SMOKE 
Merchandise 
Columbus to Chicago 


LIGHTFOOT 
Perishable Freight 
Columbus to Chicago 


THE PURPLE EMPEROR 
Perishable— Merchandise 
Norfolk and Baltimore 
to Buffalo 


THE NORTH STAR 
Perishable— Merchandise 
Pittsburgh to Buffalo 


THE METEOR 
Perishable— Merchandise 
Seaboard Cities to Cleveland, 
Akron, Youngstown, Niles, 
New Castle and Sharon 
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THE WHITE MOTH 
Perishable— Merchandise 
Seaboard Cities to Ft. Wayne 


THE PEERLESS 
Merchandise 
Pittsburgh to Chicago 


THE HUMMER 
Merchandise 
Pittsburgh to Indianapolis 
and St. Louis 


THE STANDARD 
Merchandise 
Pittsburgh to Toledo, Detroit 


THE HOME RUN 
Empty Refrigerator and 
Tank Cars 
Seaboard Cities to Chicago 


THE REFILLER 
Empty Refrigerator and 
Tank Cars 
Seaboard Cities to E. St. Louis 


THE DIVIDEND 
Perishable— Merchandise 
Wilkes-Barre to Pittsburgh 


THE EXCELSIOR 
Merchandise 
Buffalo to Chicago 


THE CHALLENGER 
Perishable— Merchandise 
Cincinnati to Chicago 


THE VAMP 
Merchandise 
Cincinnati to Chicago 


THE QUEEN CITY 
Merchandise 
Cleveland to Cincinnati 


THE BLUE GOOSE 
Perishable— Merchandise 
Seaboard Cities 
and Potomac Yard to Buffalo 


THE ARROW 
Perishable— Merchandise 
Seaboard Cities to Detroit 


STAR UNION LINE 
Perishable— Merchandise 
Seaboard Cities to Chicago 


THE YANKEE 
Perishable— Merchandise 
New England and Seaboard 
Cities to Chicago 
THE COMET 


Perishable— Merchandise 
Seaboard Cities to St. Louis 


THE ACE 
Perishable— Merchandise 
Seaboard Cities to Pittsburgh 


THE RENOWN 
Perishable— Merchandise 
Louisville to Chicago 


PUNCTUALITY 
Merchandise 
Pittsburgh to Toledo, Detroit 


) 
ENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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that is not in it. We understand that commodities are taken 
out of the classification and placed in the commodity tariffs, but 
in this case it was not done. Item 195 does not specify what 
kind of machinery nor doés it make cross reference in any way 
to the classification for a description or a list, as many other 
items do, in this tariff. 

It is our opinion that a steam or power shovel is a machine, 
or machinery, and should be given the same consideration as 
the machine which was described as a “Steam roller’ in Law- 
rence Construction Co. vs. L. & N. R. R. Co., 115 I. C. C. 439. 
The Commission said in this case, in part: “For obvious rea- 
sons most machines are generally referred to by their individual 
names, but that does not make them any less a machine. In our 
opinion, a self-propelling road roller is a machine in an entirely 
proper and normal sense of the word.” These self-propelling 
road rollers are not listed under machinery in the classification, 
but under “Grading and Road Making Implements.” The Com- 
mission ruled that they were machines. In view of the ruling, 
the Commission has evidently made similar rulings covering 
other kinds of machines and machinery, and it is with this 
thought that we are writing you. If a steam road roller has been 
considered a machine, why cannot a steam shovel be considered 
a machine? 

Answer: In Thilmany Pulp & Paper Co. vs. N. & A. Ry. 
Co., 104 I. C. C. 186, the Commission said: 


The fact that the classification description more specifically 
describes the article shipped does not prevent the commodity rate 
from applying. In Grosjean Rice Milling Co. vs. Director General, 
9 I. C. C. 395, 396, we said: 

“Where an article is clearly embraced within a generic commodity 
designation, and neither the tariff nor governing classification dis- 
closes a contrary intention, we have found the commodity rate appli- 
cable, even though the classification description was more specific, 
Frost & Co. vs. Director General, 57 I. C. C. 755, and have done so 
even though the particular article was not in contemplation when 
the commodity item was framed, Texas State Highway Department 
vs. Director General, 69 I. C. C. 220.” 


In our opinion, the principle of the above statement is ap- 
plicable in the instant case, notwithstanding the statement on 
the title page of the C. & N. W. Tariff I. C. C. 9500, that the 
tariff is governed, except as otherwise provided therein, by 
the Western Classification. In that connection, see the Com- 
mission’s decision in Cash Feed Co. vs. Atlantic Coast Line R. 
Co., 152 I. C. C. 247, in which case the Commission said: 


Complainant relies on our findings in several recent cases, such as 
Trenton Chamber of Commerce vs. A. C. L. R. R. Co., 139 I. C. C. 
322, in each of which we found that an exception to the southern 
classification making the class N or class L rates applicable on 
*‘machinery and machines, carload, rated sixth class in southern 
classification,’’ was not confined in its application to articles in- 
cluded under the general heading of ‘‘machinery and machines’”’ 
in the southern classification. These cases, however, may be dis- 
tinguished from the one here under consideration, inasmuch as the 
tariff naming the commodity rate herein considered, by its own terms, 
was made subject to the commodity descriptions contained in the 
governing classification. 


In this case it appears that a more specific statement as to 
the extent to which the commodity rates in a tariff are subject 
to the provisions of the classification is required if the classifi- 
cation ratings are to take precedence over the application of 
a commodity description than merely a statement that the tariff 
is governed by the provisions of a classification. The tariff 
which is the subject of the Commission’s opinion in Cash Feed 
Co. vs. A. C. L., 152 I. C. C. 247, contained the following provision: 


Application of classification descriptions. 

(a) Commodity rates on the articles specified in this tariff and 
supplements thereto are subject to the descriptions, * * * of the 
classification and exceptions thereto, * * *, which govern class 
rates from and to the same points. 


In Austin Machinery Co. vs. Seaboard Air Line Ry. Co., 156 
I. C. C. 181, the Commission applied the principle of its decision 
in the Lawrence Construction Co., 115 I. C. C. 439, to power 
shovels. 

Express Rates and Transportation 

California.—Question: On June 15, 1929, an express car of 
cantaloupes, under refrigeration, was shipped from Brawley, 
Calif., to New York City. An express receipt or bill of lading 
was issued by the Brawley office of the Railway Express Agency, 
dated June 15, 1929, and the only routing shown on the receipt 
by the shipper was Erie delivery. 

On June 18 the car was diverted to Cleveland, O., and diver- 
sion order placed with the Brawley office of the Railway Express 
Agency and routing shown “best possible.” The car moved to 
Cleveland as diverted and after unloading was completed, the 
Railway Express Agency presented the consignee with a $15 
switching bill for switching charges applied at Chicago, IIl., 
from one road to another. 

It is their contention that the switching charge is in order 
inasmuch as they changed the routing at Chicago from the Erie 
to the New York Central Lines, for they felt that better service 
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to Cleveland would be obtained if routed via New York Centra) 
Lines. 

While we had no objection to their changing the routing 
at Chicago, we do not feel they are legally entitled to the 
switching charge at Chicago, for had the shipment moved direg 
via the Erie, the charge would not have been applied; further. 
more, we did not authorize them to assess this charge. 

Will you kindly advise as to their legal liability for tpi; 
charge, as they have declined the overcharge claim? 

Answer: With respect to this question, see the Commis. 
sion’s decision in Caruso, Rinella, Battaglia Company, Inc., ys 
American Railway Express Co., 148 I. C. C. 397, in which cage 
the Commission said: 


Express shipments are usually handled by the most expeditious 
route, and the through rates are made with relation to the service 
performed over such routes, This is in accordance with the views 
expressed in In Re Express Rates, Practices, Accounts and Revenues. 
24 I. C. C. 380, 393, decided June 8, 1912. In that case we said: “Rx. 
press companies should be required forthwith to establish and jointly 
publish through routes between the principal points in the Uniteq 
States, which routes shall follow the main lines of travel, the most 
direct in points of time measured by the schedules of those passenger 
trains by which normal schedules are observed.’’ The original order 
in that case required express companies to provide specific routing 
in connection with their rates, but by supplemental order they were 
relieved from so doing. 

The normal and most direct route for the handling of shipments 
om —— to Buffalo is via Philadelphia and Harrisburg, Pa,, 

miles. 
that it would not accept a shipment at Pittsville for movement through 
Albany to Buffalo. The distance over the route of movement is 
680 miles. : 
and closed all indirect or circuitous_routes just as effectively as if 
by tariff publication. Kellerman vs. Director General, 83 I. C. C. 347. 


The defendant’s practice of using direct routes eliminated 7 


Defendant considers this the established route and states @ 


Unless the established route to Cleveland is via the Erie 7 
R. R., there is apparently, under the decision in the above case, © 


no liability on the part of the carrier in forwarding the shipment 

in question from the point of diversion via the New York Central 

at an additional expense for switching. 
Reparation—Subsequently Reduced Rate 

Ilinois.—Question: Will you kindly advise us as to whether 
or not there is any decision on record wherein the Interstate 
Commerce Commission has awarded reparation on an interstate 
movement where a state commission has ordered a reduction 
in a rate and the interstate carrier from and to the same point 
has been permitted to reduce the interstate rate by special 
permission of the Interstate Commerce Commission? 

If you have a record of a decision in a like case, kindly 
mention the I. C. C. number, so that we may obtain a copy of 
the decision. 

Answer: 
ering facts similar to those set forth in your letter. 


We can locate no decision of the Commission cov- 
However, 


the Commission has held in numerous cases that it will not e 


award reparation on a mere showing that a rate complained of 
was reduced to meet the rate of a competing line or route. 


Pupallup & Summer Fruit Growers’ Assn. vs. Northern Pacific © 


Ry., 38 I. C. C. 701, 702; Harrison Bros. & Co. vs. L. & N. R. RB, z 


46 I. C. C. 515, 516. 


Ordinarily there must be proof that the former rate was 7 


ee: 


unreasonable, although the fact that the Commission permitted 
a reduction in the interstate rate upon short notice might have © 


some bearing upon the matter of reparation. 


Routing and Misrouting—Company Material—Shipper Should © 


Specify Route 
Minnesota.—Question: 


Last August we placed an order 


with our factory connections at X for shipment to Railroad C, © 


care of District Engineer at Station Y. 


The shipper delivered the shipment to carrier A at X. The ® 
shipment was simply billed carrier C, care of John Jones, Dis- 


trict Engineer, at Y. No routing was shown beyond the lines 
of carrier A. Carrier A occupies a joint freight house at Z with 
carrier B. Carrier C, the consignee, occupies a joint freight 
house with carrier D at Z. ; 
Carrier A billed the shipment out of X through to destina- 
tion Y, routing it from X to Z via carrier A care of carrier B 
at Z, instead of delivering it to carrier C at Z, which would have 
allowed it to move forward over lines of carrier C to destination 
Y as company material. As a consequence the shipment moved 
over lines of carrier B from Z to Y at regular rates. Carrier 
C, not expecting any shipments over carrier B, did not call at 
carrier B’s freight house looking for any shipments. As 4 
consequence freight charges of 95c¢, storage charges of 25¢ 
and drayage charges of 50c, or a total of $1.70 accrued. Carrie! 
C in paying our invoice deducted this amount. We filed claim 
against carrier A for overcharge based on misrouting. 8 
carrier A declines the claim, stating that they cannot lega : 
pay it, as the shipment was not misrouted, and cite case © 
Willard Storage Battery Company, with which I am not famillst, 
in their declination. Will you please advise me if carrier - 
can be compelled to pay this claim? 


I have had the matter up with carrier B, and they admit 
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Sites on the 


CNS. & 
M. R. R. 


‘(North Shore Line) 


Fast—clean—electric transportation 






C.M. St. P. & P. 


% 











Ample supply of electric power 
Ample labor supply 

Attractive home sites for workers 
Opportunity for expansion 


Centrally located for your in and out 
bound shipments 


Sites can be leased or purchased at ex- 
tremely low costs 


We can arrange for attractive financing 
plans on plant construction 


THRU 
ya FREIGHT RATES 
S ARE APPLICABLE 


9) Fast service without encountering the 
S congestion of Chicago terminals 


ea CHICAGO 
NORTH SHORE 
and MILWAUKEE 
RAILROAD 


Traffic Department 
602—79 W. Monroe St., 
Chicago, Ill. 


SOO LINE 


MUNDELEIN 


Chicago, Ill. 


Chicago, Ill. 


C. G. Finnegan, 
Industrial Agent, 
Milwaukee, Wis. 


Roy Thompson, Traffic Mgr., 


C. H{Schildgren, G. F. A., 
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FOR 


DISPATCH 
ECONOMY 
CONVENIENCE 


USE PORT HOUSTON 


Houston is the key city to an important 
trade area for importers and the logical 
outlet for all who have goods to sell to 
South or Central America. 








Its location is strategic, its facilities mod- 
ern and adequate for any amount of busi- 
ness, its rail rates economical; and it is 
served by 19 railroad lines, 65 steamship 
lines and 21 oil tanker lines, practically 
covering the globe. 










Our recently inaugurated Houston Port 
Bureau with offices in four principal cities 
is ready to offer you assistance in any of 
your shipping problems. 








Write to one of the gentlemen below for 
any information you may need. 











Would you like to get the Houston 
Port Register, a weekly bulletin of 
sailing lists and other information? 








Address: 


JOHN C. MAYFIELD T. P. BARTLE 
1512 Whitehall Bldz., 433 Board of Trade Bldzg., 
New York, N. Y. Kansas City, Mo. 


F. C. DEZENDORF T. E. DUGGAN 
Cotton Exchange Bldg., Chamber of Commerce Blidg., 
Dallas, Texas Houston, Texas 


OR 


DIRECTOR OF THE PORT 


5th Floor, Courthouse 
HOUSTON, TEXAS 





















PAGE 728 


partial responsibility or rather moral responsibility on the part 
of their agent in accepting the shipments, as they admit he did 
not use good judgment in accepting the shipment. He, how- 
ever, is joint agent for carrier A and, acting for carrier A, de- 
livered it to himself as joint agent for carrier B. 


Answer: It is apparent that the principle of the decision 
in Willard Storage Battery Co. vs. N. Y. C. R. R. Co., 49 I. C. C. 
141, is applicable to the facts in the instant case. The com- 
plainant therein contended that the consignment of shipment 
to the G. T. Ry. was sufficient notice to the initial carrier that 
it was company material and that it should, therefore, have 
been delivered to the purchasing carrier at a junction which 
would have afforded that carrier a line-haul movement, instead 
of forwarding the shipment via another of its connections to 
point of final destination. The Commission held that persons 
who sell materials and supplies to a railway company under 
contract specifying delivery to the purchasing carrier at certain 
points should protect themselves against freight charges in 
excess of charges contemplated in the contract by carefully 
routing the shipments. 


The fact that the agent at B was the joint agent fo A 
R. R. and B R. R. does not, in our opinion, affect the liability of 
the initial carrier for not delivering the shipment to the B R. R., 
he was acting as agent for the A R. R., the initial carrier. 


Reparation—Minimum Weights 


South Dakota.—Question: I would be glad to have your 
views concerning the following matter. In connection with a 
formal complaint filed with the Interstate Commerce Commis- 
sion involving the reasonableness of salt rates from Kansas 
and Michigan origins to South Dakota, an agreement was reached 
before the case was submitted to the Commission, as a result 
of which reductions were made in the rates, and agreement 
reached that reparation would be accorded the shippers down 
to the basis of the rates agreed upon. In that connection a 
dispute has arisen with the carriers concerning the minimum 
weight to be used in connection with certain shipments. 


Up to 1927 the minimum weight on salt in this territory 
was 37,500 pounds, it being increased in 1927 to 45,000 pounds. 
Certain of the shipments involved in the reparation claims 
moved before the increased minimum became effective, yet the 
carriers, in the preparation of their reparation statements, have. 
claimed that they should be permitted to apply the advanced 
minimun, i. e., 45,000 pounds—in connection with the shipments 
moving prior to the date the increased minimum became effec- 
tive, they claiming generally that the increased minimum was 
part of the rate. I then handled informally with the Commis- 
sion. The Commission concurs in the carrier’s position, citing 
Royster Guano Co. vs. A. C. L. R. R. Co., 50 I. C. C. 34, and 
quoting the following: 


The required minimum carload weight is necessarily a part of the 
rate. It determines the minimum carload charge and enters directly 
into the determination of whether or not that charge is reasonable. 


I am satisfied, however, that the case in point has no bear- 
ing upon the situation here involved. We do not question the 
lawfulness or the reasonableness of the 45,000-pound minimum 
weight as applied to shipments that moved after that minimum 
became effective, but we do most seriously challenge the sound- 
ness of the position assumed by the carriers in connection with 
the shipments that moved prior to the date that the 45,000-pound 
minimum became legally effective. 


I will be glad to have your views on the question, together 
with reference to any cases in which the Commission may have 
passed upon the matter. 


Answer: If, as we understand, a reduction was made in 
the amount of the rate, to the basis of which reparation is to 
be made, but an increase was at the same time made in the 
minimum weight to be applied in connection with the reduced 
rate, which rate notwithstanding an increase in the minimum 
weight would have resulted in a lower per car charge than the 
rate applied to the minimum weight in effect at the time the 
shipments moved, necessarily the minimum weight which ap- 
plies in connection with the rate which is the basis of the 
reparation award must be used, for the reason that it is a part 
of that rate. 


However, it is a matter within the discretion of the Com- 
mission as to what rate and minimum weight should be used 
as a basis for reparation. See Fisher Supply Co. vs. Alabama 
& Vicksburg Ry. Co., 157 I. C. C. 711, on pages 718 and 719 of 
which case the Commission said: 


This readjustment, in our opinion, should properly be effected by 
using the revised fourth-class rates as a basis for reparation, ob- 
serving in connection therewith for each shipment the minimum 
weight which was applicable under the rate charged. On this basis 
no reparation will be due on shipments moving since the southwestern 
revision became effective on July 14, 1928. 
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Doings of the Traffic Clubs 





T. C. Burwell, vice-president and traffic manager, 4 p 
Staley Manufacturing Company, Decatur, Ill., former presiden 
of the Associated Traffic Clubs of America and now a direetor 
will be the principal speaker at the monthly meeting of the 
Norfolk-Portsmouth Traffic Club at the Southland Hotel, Nop. 
folk, Va., March 20. 





A meeting of the Omaha Traffic Club will be held Marep 
20. At the last meeting of the board of directors, it wag yoteg 
to take out individual subscriptions for each club member to 
”Omaha’s Own Magizine,” which is to devote a limited amount 
of space to activities of the club. 





W. C. Cowling, director of traffic, Ford Motor Company, wil 
be the speaker at a meeting of the Motor City Traffic Clu 
(Detroit), March 17. He will tell of a trip to South America, 
from which he recently returned. The Pere Marquette Orchestra 
and Trio will provide entertainment and there will be a number 
of other special features, the announcement states. 





Miss Carolyn Weber, newly elected president of the 
Women’s Traffic Club of San. Francisco, will be installed March 
20, at a banquet at the new 
William Taylor Hotel. She has 
been with Willits and Patterson 
for about five years. They are im- 
porters of copra, vegetable oils and 
frozen meats, and Pacific coast 
agents for Archer-Daniels-Midland 
Company, Minneapolis, linseed oil 


crushers; Taylor-Lowenstein and 
Company, Mobile, naval stores 
factors; Werner G. Smith Com- 


pany, Cleveland, China wood oil. 
It is with the work of these agen- 
cies that she is engaged. She 
handles everything pertaining to 
these accounts with the exception 
of the actual selling. She has been 
a member of the Women’s Traffic 
Club of San Francisco since March, 
1926, and in that time she drafted 
some of the by-laws, took active 
interest in the research work, par- 
ticularly in foreign trade, and in the term 1929-30 was first vice- 
president of the organization. 








The Traffic Club of St. Louis held its weekly luncheon at 
the Hotel Jefferson March 10. A “Ladies’ Day” program will 
be presented March 17. 





The first annual dinner of the Transportation Club of Spring- 
field will be held at the Elks’ Auditorium March 25. 





At the regular meeting of the Sabine District Traffic Club 
March 3, C. V. Terrell, of the Texas railroad commission, dis- 
cussed the activities of the Commission, including its jurisdic 
tion over rail rates and bus and truck services. He advised 
users of truck service to employ vehicles of operators under 
the supervision of the state. Professional entertainment was 
provided. 





Subjects on the program for the regular meeting of the 
Industrial Traffic Club of San Francisco at the San Francisco 
Commercial Club March 10, included the Crail coal case; docket 
21175, of the Commission, Peterson Construction Company YS. 
M. St. P. & S. Ste. M., and other local and current matters of 
a transportation nature. 





The speaker at the luncheon of the Transportation Club 
of St. Paul, at the Union Depot dining room, March 11, Wa 
Captain J. Milton State, of Toronto, on “Canadian Travelogues. 
His talk was illustrated by moving pictures. 





The Traffic Club of New England will observe its a 
annual “Athletic Night” at the Copley-Plaza March 18. 
program includes a number of boxing and wrestling ma 


‘dinner and music. 





A St. Patrick’s dinner dance and entertainment will 
given by the Traffic Club of New York at the Park CeB 
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The 
“Flying Yankee” 


HE “Flying Yankee’s ’speedy schedule between 
Win Massachusetts, and Portland, Maine, is 
among the very fastest passenger train runs in the 
country for a distance of over a hundred miles. Daily 
this crack Boston and Maine flyer covers its 114.7 
miles non-stop flight through three states in 135 
minutes— an average speed of 51 miles an hour. 
It is regularly on time. 

The “Flying Yankee” is the head-liner of a fleet 
of fast Boston and Maine passenger trains. The 
slowest of these is faster than the fastest was three 


to five years ago. 


| 





For years, the “Yankee Freights,” plying the Hoo- 
sac Tunnel Route (now the Boston and Maine’s prin- 
cipal line between the Hudson River and the sea), 
were widely known for their speed. The “Yankee 
Freights” included the fastest freight train in the 
country of its day; and the glory of the “Yankee 
Freights” is being built anew by the speeded and 


sure freight service of the Boston and Maine today. 


y BOSTON 
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x [SB80-1930 « .8100,000.000 NEW 








PAGE 730 


Hotel March 15. At the monthly meeting March 25, G. C. Wood- 
ruff, chairman of the board, United States Freight Company, will 
speak on “Freight Containers in Transportation Service.” 
Charlton A. Swope will preside. 





The Traffic Club of Denver held its monthly meeting at the 
Daniels and Fisher Tea Room March 14. C. I. Fitzgerald, pres- 
ident of the club, was in charge. There was a program of enter- 
tainment. 





The date of the regular meeting of the Traffic Club of the 
Rochester Chamber of Commerce was changed to March 14. 
“Modern Trends in Transportation of Food Products” was the 
subject of the speaker, George F. Kroha, vice-president, Pfaudler 
Company. Moving pictures of the annual outing last year were 
shown. Group singing was lead by Dave Harvard. The present 
officers of the club are Everett D. Davis, chairman; Charles 
E. Johnson, vice-chairman, and Frederick W. Burton, secretary. 





There was a large attendance at the regular meeting of 
the Women’s Traffic Club of Los Angeles March 5. It was 
“Warehouse and Truck Night.” After a short business meeting 
presided over by President Grace Dewey, the meeting was turned 
over to Carrie Hellyer, of the Lyon Van and Storage Company. 
Mrs. Myda Shattuck, manager of the Hollywood Storage Com- 
pany, was the speaker, her subject being “The Modern Furniture 
Warehouse.” Aaron Jordon, Negro tenor, of the Lyon Van and 
Storage Company, accompanied by Miss Freeman, sang a num- 
ber of songs. Miss Nell Albright gave a talk on “Bonded Ware- 
houses.” Carrie Hellyer spoke on, “The Daughter of the Stor- 
age,” and Gertrude Mason, of Western Air Express, read a paper 
on, “Plant Transportation Management.” 





At a meeting of the Cooperative Traffic Association of New 
York February 27, D. J. MacMillan, city freight agent, Atchison, 
Topeka & Santa Fe, gave a talk on rule 77. The next meeting 
will be March 27. 





Theodore Huggins, treasurer, Air Ferries, Ltd., was the 
speaker at a noon meeting of the Women’s Traffic Club of San 
Francisco March 6. He said that California led the United 
States in aviation, there being more pilots and more airplanes 
registered in California than in any other state. Carolyn Weber, 
of Willits & Patterson, president-elect, was elected to attend 
the Associated Traffic Clubs of America convention April 24 
and 25, at Cincinnati. Alice Coleman, of Myers & Schwarts, 
chairman of the entertainment committee, announced that in- 
stallation of officers will take place at the Williams Taylor 
Hotel March 20. 





The Miami Valley Traffic Club has selected as delegates to 
the meeting of the Associated Traffic Clubs of America at Cin- 
cinnati in April. R. H. Hagerman, National Cash Register Com- 
pany, and W. P. Kromphardt, district freight agent, Erie, both 
of Dayton. W. E. Boyer, district freight agent, Pennsylvania, 
Dayton, and H. B. Leonard, Buckeye Incubator Company, Spring- 
field, have been selected as alternates. C. W. Bates, traffic man- 
ager, Raymond Bag Company, Middletown, O., has been ap- 
pointed to the board. 





The Transportation Club of Buffalo will give an “Irish Day” 
luncheon at the Hotel Buffalo March 17. The Rev. John P. 
Kennedy will be the speaker. William L. McGinnis will enter- 
tain with Irish songs. 





The program for the fifth annual dinner of the Fort Wayne 
Transportation Club at the Chamber of Commerce Auditorium 
March 18 will include a “surprise” by G. L. McNay, general 
agent, Western Pacific, at Cleveland; music and professional 
entertainment. William J. Hosey, mayor of Fort Wayne, will 
extend a greeting and J. B. Wiles, manager and industrial com- 
mission, Fort Wayne Chamber of Commerce, will be toast- 
master. 





The Junior Traffic Club of Minneapolis will give a card party 
and dance at the Nicollet Hotel March 17, to which wives and 
sweethearts of members are invited. 





The Bridgeport Traffic Association will hold a meeting at 
the Stratfield Hotel March 17. A business session will be fol- 
lowed by an address on trucking, illustrated by moving pictures, 
by L. A. Graham, sales manager, Relay Truck Company. T. C. 
Dickerson, treasurer of the club, arranged the program. A 
buffet luncheon will be served. 





The Transportation Club of Evansville will hold its monthly 
meeting at the Vendome Hotel March 19. Paul G. Cressey, pro- 
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fessor at Evansville College, will be the speaker. Dinner wij 
be served. The club has received an invitation from the Terre 
Haute Transportation Club to attend its annual banquet at the 
Deming Hotel March 27. The study class held a meeting March 
14 ly Chamber of Commerce Building and will hold its nex 
March 28. 





Entries for its spring golf tournament are being received 
by the Traffic Club of Wichita. 





The next meeting of the Traffic Club of Sioux City will be 
held at the Chamber of Commerce March 19. Following a bugi. 
ness session, P. R. Wigton, new commissioner of the traffic 
bureau, Chamber of Commerce, will make a short address. Cards 
and luncheon will conclude the program. 





T. B. Curtis, executive vice-president of the Associated Traf. 
fic Clubs of America, will be the speaker at an organization 
meeting of the Winston-Salem (N. C.) Traffic Club at the Robe 
E. Lee Hotel March 17. 





A luncheon meeting, sponsored by the Big Four, A. F. Meyer, 
assistant general freight agent, will be given by the Trans. 


portation Club of Louisville at the Tyler Hotel March 20. Ea. © 


ward H. Hilliard, of J. J. B. Hilliard & Son, will speak on the 
“Prospect for Business Recovery.” A “Monon Luncheon” will 
be held April 10. 





Commercial airplane transportation was featured at a lunch- 
eon of the Traffic Club of Kansas City March 10 at the Hotel 
Baltimore. 
Express, was the speaker. 
ing pictures of the new million-dollar terminal of his company 
at Los Angles and scenes along the route of the company’s 
flying services. Members of the club and their assistants were 
invited to an evening class of the Traffic Institute March 14, at 
the opening of the second semester of the class in grain and 
grain products, for which S. T. Henson is instructor. A special 
program will be presented March 17 by the traffic club at the 
Hotel Baltimore. 





The Birmingham Foreign Trade Club was organized at a 
meeting at the Hotel Tutwiler March 7, sponsored by the Bureau 
of Foreign and Domestic Commerce, Department of Commerce. 





At a meeting of the Pacific Traffic Association at the Palace 
Hotel, San Francisco, March 11, H. N. McEwen, vice-president, 
Acme Fast Freight, spoke on “Container Cars,” illustrating his 
remarks with 5,000 feet of moving picture film. L. L. Galbraith, 
A. T. & S. F. conductor, spoke on “Stop, Look and Listen.” 





A special luncheon will be held by the Traffic Club of Chi- 
cago at the Palmer House March 17. Miss Bathie Stuart will 
provide entertainment featuring folk lore of the Maori tribes 
of New Zealand. 





Woe eat 


Thomas Wood, Jr., passenger agent of Western Air © 
He supplemented his talk with mov. © 


aE erin isi. 


EDU EO PO SR 


At a meeting of the Houston Traffic Club at the Rice Hotel © 


March 11, Harvey C. Miller, of Philadelphia, president of the 
Southern Steamship Company, was the principal speaker. Short 
talks were made by George W. DeLancy, vice-president in charge 
of traffic, Southern Steamship Company, and Walter B. McKin- 
ney, assistant to the president. William H. Myer, district man- 
ager, Luckenbach Steamship Company, called attention to the 
Southwest Foreign Trade Conference to be held in Houston in 
April. There was a program of entertainment. 





The Grand Rapids Transportation Club will hold a dinner 
meeting at the Rowe Hotel March 20. A representative of the 
Kohler Aviation Corporation will give an fllustrated address. 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published 
to time. We ask that readers notify us of any errors 
changes or additions of which they have any knowledge.) 

Akron, O.—Traffic Study Club of Akron. U. E. Kuntz, 
Pres.; S. A. Brigham, Secy. and Treas. 

Akron (0.) Traffic Club. E. L. Morgan, Pres.; G. J. Bauer, 
Secy. 

Albany, N. Y.—Capital District Traffic Association. J. J. 
McCarthy, Pres.: C. L. Ferguson, Secy.-Treas. Fred 
Anderson (Ind.) Traffic Club. John Peters, Pres.; 
Waugh, Secy. ’ 

Atlanta—Traffic Club of Atlanta. H. A. Manning, Pres.; 
F. B. Porter, Secy.-Treas. P 

Baltimore—Traffic Club of Baltimore. E. A. Seidl, Pres. 
Cc. F. Johnston, Secy. 
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Baton Rouge Traffic Club. D. S. Reymond, Pres.; R. J. 
Eisworth, Secy.-Treas. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Binghamton, N. Y.—Greater Binghamton Traffic Club. E. A. 
Goodrich, Pres.; E. F. Rainey, Secy. 

Birmingham (Ala.) Traffic and Transportation Club. 
Springer, Pres.; W. E. Francis, Secy. 

Blackwell (Okla.) Traffic Club. E. R. Walcher, Pres.; C. E. 
Schofield, Secy.-Treas. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. C. A. Anderson, Pres.; W. M. Macomber, 
Secy.-Treas. 

Bridgeport (Conn.) Traffic Association. 
A. Winter, Secy. 

Brooklyn—Traffic Club of Brooklyn, Chamber of Commerce. 
Louis Harber, Pres.; A. C. Welsch, Secy. 

Buffalo Transportation Club. F. O. Dutcher, Pres.; M. B. 
Mason, Secy-Treas. 

Camden (N. J.) Industrial Traffic Club. N. H. Lawton, Pres.; 
H. P. Ross, Secy. , 

Canton (O.) Traffic Club. F. J. Bailey, Pres.; M. L. Under- 
wood, Secy. 

Chattanooga Traffic and Transportation Club. E. Del Wood, 
Pres.; E. R. White, Secy.-Treas. 

Chicago Traffic Club. A. R. Gould, Pres.; H. E. Mac- 
Niven, Secy. 

Chicago Junior Traffic Club of. 
Paulen, Secy. 

Cincinnati Traffic Club. R. C. Barnard, Pres.; J. E. Dorset, 
Secy. 

Cincinnati—The Traffic League of. J. S. Birsinger, Pres.; 
F. H. Topmiller, Secy. 

Clarksburg (W. Va.) Traffic Club. R. C. Gaylord, Pres.; 
L. K. Auten, Secy.-Treas. 

Cleveland Traffic Club. A. H. Brown, Pres.; W. A. Ray, 
Secy. 

Columbus, O., Transportation Club. C. E. Veth, Pres.; 
W. A. Bickel, Secy. 

Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B. 
Darling, Chairman; P. F. McManus, Secy. 

Dayton, O.—Miami Valley Traffic Club. R. E. Olsen, Pres.; 
M. T. Otto, Secy. 

Dallas Traffic Club. W. R. Martin, Pres.; D. W. Mackey, 
Secy.-Treas. 

Decatur (Ill.) Transportation Club. 
H. E. Bloomquist, Secy. 

Des Moines Transportation Club. A. L. Johnson, Pres.; 
J. Kelleher, Secy.-Treas. 

Denver Traffic Club. W. F. Burr, Pres.; W. H. Brewer, 
Secy. and Treas. 

Denver Commercial Traffic Club. E. L. Adams, Pres.; C. J. 
Hotchkiss, Secy.-Treas. 

Detroit Traffic Club. J. L. McKee, Pres.; T. R. Cochrane, 
Secy. 

Detroit, Mich., Motor-City Traffic Club. E. W. Martin, Pres.; 
N. A. Murphy, Secy. 

Elmira (N. Y.) Traffic Club. W. C. Metzger, Pres.; M. J. 
Wilson, Secy.-Treas. 

El Paso Traffic Club. J. R. Dalby, Pres.; F. C. Tockle, 
Secy.-Treas. 

Erie Traffic Club. J. J. Burgoyne, Pres.; W. M. Eismann, 
Secy. 

Evansville (Ind.) Transportation Club. D. B. Hevron, Pres.; 
P. W. Lawrence, Secy.-Treas. . 

Flint (Mich.) Transportation Club. E. D. Grinnell, Pres.; 
J. E. McKenna, Secy. and Treas. 

Fort Wayne (Ind.) Transportation Club. E. G. Howard, 
Pres.; C. L. Saurbaugh, Secy. 

Fort Worth Traffic Club. BH. E. Wyatt, Pres.; I. 8. McCon- 
nell, Secy. 

Freeport, Ill.—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Transportation Club. J. E. MacGregor, Pres.; 
John Timmers, Secy. 

Hamilton, Ont., Traffic Club. B. G. Wright, Pres.; W. E. 
Murray, Secy.-Treas. 

Hartford Traffic Association of Hartford (Conn.) and Vi- 
cinity. W. P. Price, Pres.; O. R. Peterson, Secy. and Treas. 

Houston Traffic Club. J. W. Daniel, Pres.; A. R. Canfield, 


J. E. 


E. F. Deyo, Pres.; 


Edwin Strook, Pres.; J. E. 


BR. F. Watt, Preés.; 


Secy. 
Indianapolis—The Traffic Club of Indianapolis. W. P. Basch, 
Pres.; R. C. Johnston, Secy. 

Jackson (Mich.) Transportation Club. C. H. Berry, Pres.; 
G. L. Baldwin, Secy. 

Jacksonville (Fla.) Traffic Club. C. E. Muller Pres.; H. W. 
Lee, Secy.-Treas. 


The Traffic World 


Vol. XLV, No. ll 


Jamestown (N. Y.) Traffic Club. James Kelly, Pres.: 9 M 
Odell, Secy.-Treas. er 
Jefferson City (Mo.) Traffic Club. D. M. Oberman, Pre. 
C. Morrow, Secy. . 


Jersey City Traffic Club. J. E. DeShazo, Pres.; J. J. Cul. : 


lington, Secy. 


Kalamazoo Traffic Club. C. H. Winslow, Pres.; Arthur Wo). : 


cott, Secy. 


Kansas City Traffic Club. A. C. Burrows, Pres.; A. A. Lut: ’ 


trell, Secy.-Treas. 

Knoxville (Tenn.) Traffic Club. P. W. McKinney, Pres.; g. 1, 
Carson, Secy.-Treas. citi 

Lancaster, Pa.—Traffic Club of Manufacturers’ Assn. A, } 
Kohler, Pres.; A. H. Spinner, Secy. and Treas. 

Lansing (Mich.) Traffic Club. C. T. Sherman, Pres.; Melroy 
Lewis, Secy. : 


Little Rock (Ark.) Traffic Club. J. P. Waggoner, Pres. | 


J. E. Eberle, Secy.-Treas. 


Los Angeles Transportation Club. W. H. Andrews, Pres,: 


L. G. Wilson, Secy.-Treas. 

Los Angeles, Calif. Harbor Traffic Club. H. 
Pres.; H. H. Dallas, secy.-treas. 

Los Angeles Women’s Traffic Club. Grace Dewey, Pres: 
Emma A. Kentz, Secy.-Treas. 

Louisville Transportation Club. E. M. Haynes, Pres; §. A. 
Cash, Secy. 

Mansfield (O.) Traffic Managers’ Division of the Manufac. 
turers’ Club. C. K. Smaltz, Chairman; A. D. Caddell, Secy. 

Marion (O.)-Central Ohio Traffic Club. A. R. Tennis, Pres,; 
D. H. Jones, Secy. and Treas. 
P Memphis Traffic Club. L. D. Nicholson, Pres; H. H. Schutt, 

ecy. 

Memphis—Women’s Traffic Club. Lucille Geraghty, Pres,: 
Cornelia Jones, Secy.-Treas. 

Milwaukee Traffic Club. H. J. Gamm, Pres.; E. A. Rueber, 
Secy. and Treas. 

Milwaukee Junior Traffic Club. G. B. Thomson, Pres.; 
J. R. Dryer, Secy.-Treas. 

Minneapolis Traffic Club. A. B. Ayres, Pres.; J. C. Me- 
Nulty, Secy. 

Minneapolis Junior Traffic Club. N. G. Weber, Pres.; H. N. 
Johnson, Secy. 

Mount Vernon (N. Y.) Traffic Forum. G. F. Griffiths, Pres.; 
H. J. Muller, Secy.-Treas. 

Mobile Traffic Club. J. E. Paterson, Pres.; E. E. Quincy, 
Secy. and Treas. 

Montreal, Can., Traffic Club of. 
F. T. Parker, Secy.-Treas. 

Muskegon Transportation Club. 
Elliott, Secy.-Treas. 

Nashville, Tenn.—The Traffic Club of Nashville. R. D. Her 
bert, Pres.; Earl Roach, Secy. 

Newark Traffic Club. J. L. Hughes, Pres.; W. W. Pierce, 
Secy. 

Newark, N. J. New Jersey Industrial Traffic League. C. S$. 
Milnes, Pres.; C. J. Fagg, Secy. 

New England Traffic Club, Boston. 
P. L. Stuart, Secy. 

New Orleans, Traffic Club of. 
Marks, Secy. 


W. Pate 


’ 


C. W. Johnston, Pres.; 


O. S. Taylor, Pres.; G. VD. 


N. W. Hawkes, Pres.; 


Secy. 


New York, N. Y. 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 


New York Junior Traffic Club. J. E. McDonald, Pres! 


V. Wanamaker, Secy. 


New York, N. Y.—American Commerce Association Trafic ~ 


Club. S. E. Hughes, Pres.; F. N. Tillier, Secy. 
New 
tion. N. E. H. Allen, Pres.; H. V. Ferrer, Secy. 


New York, N. Y.—Cooperative Traffic Association of New _ 


York. J. J. Scully, Pres.; C. J. Baker, Secy. 


Norfolk-Portsmouth (Va.) Traffic’ Club. J. H. Threadgill, | 


Pres.; P. V. Fitchett, Secy. 


Oakland (Calif.) Traffic Club. J. B. Taylor, Pres.; T. T. q 


Harrington, Secy.-Treas. 


Oil City-Franklin (Pa.) Traffic Club. J. W. Fawcett, Pres.; 


Frank Baldwin, Secy. 


Oklahoma City Traffic Club. W. R. Heyman, Pres.; E. © J 


Wolfe, Secy. 


Omaha Traffic Club. W. H. Brown, Pres.; W. V. C. McCor- | 


mack, Secy. and Treas. 


Peoria Transportation Club. W. C. White, Pres.; 0. B | 


Eddy, Secy.-Treas. 
Philadelphia Traffic Club. A. J. Ball, Pres.; W. 
gomery, Secy. 


H. Mont- 


Carl Giessow, Pres.; E. C. 7 
New York Traffic Club. C. A. Swope, Pres.; R. H. Goebel, © 


New York Traffic Fcrum. S. Moss, Pres.; C. Metz, Secy. | 
Traffic Club of the Queensboro Chamber : 


York, N. Y.—Railway and Steamship Traffic Associa / 
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Immediately adjacent to the Marine 
Terminal are still some fine industrial and dependable motor truck haulage. 
sites available for parent plant or branch plant But in addition we offer you the many advantages 
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Philadelphia—Commercial Traffic Managers of Philadelphia. 
B. C. McPherson, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. C. C. Slothower, 
Pres.; C. H. Beard, Secy. 

Phoenix (Ariz.) Traffic Club. W. L. Hamilton, Pres.; W. 
Downing, Secy. 

Pittsburgh A. H. 
Orr, Secy. 

Pittsburgh, The Traffic and Transportation Association of. 
C. W. Gottschalk, Pres.; S. H. Verner, Secy. 

Port Huron. Mich.—St. Clair River District Transportation 
Club. W. W. Shingle, Pres.; C. C. Prichard, Secy. 

Portland (Maine) Traffic Association. G. A. Shaw, Pres.; 
G. H. Thompson, Secy. and Treas. 

Portland (Ore.) Industrial Traffic 
Pres.; J. L. McConnell, Secy. 

Portland (Ore.) Transportation Club. F. O. Curtis, Pres.; 
L. L. Brosby, Secy.-Treas. 

Providence, R. 1.—Traffic Club of the Providence Chamber 
of Commerce. J. A. Leon, Chairman; E. C. Southwick, Secy. 

Racine Traffic Club. H. F. C. Brown, Pres.; C. P. Henn, 


Traffic Club. Norman Allerdice, Pres.; 


Club. U. O. Rogers, 


Secy. 
Richmond (Va.) Traffic Club. O. J. McSwain, Pres.; W. B. 
Lee, Secy. 

Rochester, N. Y.—Traffic Club of the Rochester Chamber 
of Commerce. E. D. Davis, Chairman; F. W. Burton, Secy. 

Sabine District Traffic Club (Beaumont, Orange, Port 
Neches, Port Arthur). H. C. Eargle, Pres.;; Ted Schwachofer,, 
Secy. 

Saginaw (Mich.) Traffic Club. L. F. Swartout, Pres.; D. 
MacDonald, Secy.-Treas. 

St. Joseph, Mo., The Traffic Club of. Scott Sallyards, Pres.; 
F. W. Schmidt, Secy.-Treas. 

St. Louis Traffic Club. J. N. Cornatzar, Pres.; S. E. Wilson, 
Secy. 
St. Louis, Junior Traffic Club of. C. M. Morgan, Pres.; 
E. L. Neuhaus, Secy. 

St. Paul Transportation Club. A. A. Connell, Pres.; C. A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. J. Gugenheim, Pres.; 
G. H. Doyle, Secy.-Treas. 

San Diego (Calif.) Traffic Club. J. B. A. Brennan, Pres.; 
G. F. Reil, Secy. 

San Francisco Transportation Club. W. J. Martindale, Pres.; 
Herman Pierson, Secy. 

San Francisco-Pacific Traffic Association. W. C. Hubner, 
Pres.; L. H. Wolters, Secy. 

San Francisco Women’s Traffic Club. 
Pres.; Beaulah Morris, Secy. 

Savannah Traffic Club. H. M. Emerick, Pres.; L. L. Mc 
Donald, Secy.-Treas. 

Seattle, the Transportation Club of. 
A. D. Stewart, Secy.-Treas. 

Sioux City Traffic Club. C. W. Evers, Pres.; R. J. Shee- 
han, Secy.-Treas. 

South Bend (Ind.) Traffic Club. W. W. Waterson, Pres.; 
F. E. Young, Secy.-Treas. 

Springfield, Ill. The Transportation Club of. A. L. Peter- 
son, Pres.; M. L. Pieper, Secy. 

Springfield (Mass.) Traffic Club. W. B. Sheehan, Pres.; 
G. T. Smith, Secy.-Treas. 

Spokane Transportation Club. F. J. 
Greene, Secy.-Treas. 

Syracuse Traffic Club. E. D. Mulvihill, Pres.; F. M. Varah, 
Secy. 

Tacoma Traffic Club. E. R. Cronkite, Pres.; T. I. McGrath, 
Secy. 
Terre Haute Transportation Club. H. A. Hollopeter, Pres.; 
F. H. Voelker, Secy. 

Toledo Transportation Club. F. X. Stukenborg, Pres.; W. J. 
Chisholm, Secy. 

Toronto, Can.—The Transportation Club of Toronto. J. B. 
McLaren, Pres.; H. F. Walker, Secy. 

Trenton (N. J.) Traffic Club. B. H. Reed, Pres.; G. E. 
Mace, Secy. 

Tri-City Traffic Club (Moline, Rock Island and Davenport). 
C. L. Ruppert, pres.; A. J. Christiansen (Moline), Secy.-Treas. 

Tri-State Traffic Club (Kansas-Missouri-Oklahoma). K. F. 
Burnett, Pres.; W. B. Schreier, Secy.-Treas. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Traffic Club of Tulsa. W. D. Grubb, Pres.; 
M. R. Rhoades, Secy. 

Tuscarawas County (Ohio) Traffic Club. H. B. Bodenhamer, 
Pres.; E. P. Harris, Secy. 

Twin City Traffic Club (St. Joseph and Benton Harbor 
(Mich.) B. S. Barnes, Pres.; G. E. Riley, Secy. 


Carolyn E. Weber, 


H. C. Vincent, Pres.; 


E. L. Cardle, Pres.; 
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Twin City Women’s Traffic Club (Minneapolis and §t. Paul) 
Mrs. Sarah O. Seamer, Pres,; Miss A. Sundquist, Secy, 

Utica (N. Y.) Traffic Club. E. T. Foxenberg, Pres; ¢ EB 
Darrigrand, Secy. and Treas. ; 

Waco Traffic Club. L. R. Hardin, Pres.; C. D. Hicks, Secy. 
Treas. 


Washington Traffic Club. 8. R. Bowen, Pres.; R. F. Rich. 


ardson, Secy. 
Wheeling (W. Va.) Traffic Club. J. E. Garbesi, 
E. C. Jepson, Secy. 
Wichita Traffic Club. H. E. Morris, Pres.; H T Reeves 
Secy.-Treas. 
Wilmington, Del., The Traffic Club of. T. W. Hethertop 
Pres.; J. R. Hanna, Secy. 
Windsor, Untario, Cau.—Border Cities Transportation (jy) 
D. J. Bourke, Pres.; A. A. Shafer, Secy.-Treas. ; 
Worcester (Mass.) Traffic Association. 
Pres.; Ernest Opitz, Secy. 
. York (Pa.) Traffic Club. 8S. P. Davin, Pres.; B. N. Gingerich, 
ecy. 
Youngstown (Ohio) Traffic Club. 
P. B. Wait, Secy.-Treas. 


THE SONG OF THE BOX CAR 
(By James J. Montague, in the New York Tribune) 


I am battered by wearisome journeys, 
My paint is bedrabbled with rust; 
I bear the dull stains of the long winter rains 
And the scars of the desert-blown dust. 
As I wind beside sinuous rivers 
My flanges scream loud on the rails, 
And the echoing lakes spread the sound of my brakes 
Through re-echoing mountains and vales, 
I grumble and groan as I roll down the track, 
But the whole system rides on my dingy old back. 


Preg,; 


=. i Higgins, 


I must move to one side for the flyer 
That darts like a streak through the night, 
Speeding madly afar like a runaway star— 
A long line of glittering light. 
Then a jolt and a jar from my engine, 
A bang and a clank and a grind, 
And again on my way through another dull day 
I loiter along on behind. 
A dreary and laboring life do I lead, 
But I pay for the limited’s splendor and speed. 


My journals are worn with rough going, 
My planking is broken and old; 
For full many a year, on my limping career 
I have weathered the heat and the cold. 
I am merely a traveling freight shed, 
A merchandise warehouse a-wheel, 
And the junkman some day will be carting away 
My splinters of timber and steel. 
But no vestibuled flyers de luxe would there be 
If it wasn’t for rusty old box cars like me! 


Personal Notes 


Samuel M. Felton, chairman of the board of the Chi 
cago Great Western, died at the Passavant Memorial Hospital, 
in Chicago, March 11. He was 77 years old and had beell 
ill for some time. Every train on the lines of the Chicago 
Great Western was brought to a stop for two minutes at 2 p. 2. 
March 13, at the beginning of the funeral services in Chicag0 
All other activities of the railroad were stopped for the same 
period. Burial was at Philadelphia. 

C. D. Henry has been appointed commercial agent, Texa§ 
Electric Railway, at Sherman, Tex., succeeding C. A. Huguley; 
transferred. ; 

Clark Davis has been appointed assistant general freigh 
agent, A. T. & S. F., at Topeka, Kan. 

R. L. Fairbairn has resigned as vice-chairman of the mot 
transport division and chairman of the rail-motor car sectidl 
American Railway Association. He has been succeeded by 
Wanamaker, electrical engineer, Chicago, C. R. I. & P. sch 

A. T. Stovall, Jr., has been appointed general agent, frelg 
and passenger departments, Southern Railway, at Havana, Cub 

Robert R. Hargis, assistant traffic manager, Wilson 4 
Company, died March 11, while en route to Oslo, Norway, # 
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the steamship Bergensfjord. He had been with Wilson and 
Company for the last thirteen years. Prior to that he was traffic 
commissioner of the Indianapolis Board of Trade. 

E. F. Brown, ticket clerk of the Chicago & North Western 
at Morrison, Ill., received a gold watch for “distinguished service 
in line of duty,” at a dinner in his honor March 8. L. A. Clapp, 
superintendent of the Galena division, made the presentation. 
Officials and local employes of the road attended. On January 
27 Mr. Brown noticed a heated journal on one of the road’s fast 
passenger trains as it passed his station and wired the dis- 
patcher, who stopped the train at the next station before serious 
delay of the train was caused. 

Brawn C. Sproul has been appointed traffic director of 
Durant Motors, Inc., Lansing, Mich., succeeding W. J. Bailey, 
resigned. Mr. Sproul has been connected with traffic work for 
twenty years. Prior to his connection with Durant he was with 
the Chevrolet Motor Co. seven years and with General Motors 
three years. He has been with the Durant company eight years, 
serving as traffic manager seven years. 

Ottmar F. Spindler, general agent, Chicago Great Western 
at San Francisco, died at his home March 6. He was 70 years 
old and had completed 52 years of railroad service. 

H. R. Steinfeld has been appointed general agent, Terminal 
Railroad Association of St. Louis, with headquarters at Chicago. 

J. L. Carlton has been appointed assistant general freight 
agent, Indiana Harbor Belt, at Chicago. G. E. Smith has been 
appointed industrial agent, with headquarters at Chicago. W. H. 
Ward has been appointed general freight agent, Chicago Junction 
Railway and Chicago River and Indiana Railroad, with office at 
Chicago, in addition to his duties as general freight agent of 
the Indiana Harbor Belt. 

O. C. Abrams has been appointed assistant general freight 
agent, Norfolk Southern Railroad, with headquarters at Nor- 
folk,,Va., succeeding Thomas Hume, résigned. 

F. L. Colvin has been appointed commercial agent, Kansds 
City Southern and the Texarkana & Fort Smith, at San Antonio, 
Tex., succeeding J. F. Griffitts, transferred to commercial agent 
at Oklahoma City, succeeding L. S. Wickes, resigned. 


Charles A. Bland, who has been with the Long Beach 


(Calif.) Chamber of Commerce for the last six years, in charge 
of the Industrial Harbor oil, aviation, and transportation bu- 
reaus, has opened an office in Long Beach to specialize in mat- 
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ters pertaining to industrial and harbor development, ag ap 
industrial analyst. 


St. 


Tex., to Phoenix, Ariz. 


The headquarters of W. R. Cunningham, Jr., general agent 
Louis Southwestern, have been transferred from El] Pago, 
The headquarters of W. L. Geer, assigt. 


ant general agent, have been transferred from Phoenix to El 
Paso. 








No. 


No. 


No. 


. 22965. Sub. No. 2. 


- 23116. Sub. No. 1. 


Digest of New Complaints 


22733. Sub, No. 1. Nebraska State Railway Commission, Lincoln 
Neb., vs. C. & N. W. et al. , 
Unreasonable rates, petroleum products, Casper and other pro- 
ducing points in Wyoming to stations in Nebraska. Asks rates 
for future. 
American Abrasive Metals Co., New York 
N. ¥., et al. ve. B. & ©. et al. : 
Unreasonable rates, ground and/or pulverized coal, Charleroi 
and other Pennsylvania points, Buffalo, N. Y., Detroit, Mich, 
Cincinnati and Cleveland, O., and Chicago, Ill., to points in New 
Jersey, New York, Rhode Island, Maryland, Connecticut, Indiana 
Michigan and Minnesota. Ask rates for future and reparation, ’ 


23064. Sub. No. 1. Strange-Maguire Paving Co., and Warren 
Brothers Roads Co., successor, Boston, Mass., vs. Santa Fe et al. 
Unreasonable rate, asphalt, from El Segundo, Calif., to Batise 
Springs, Ida. Asks cease and desist order and reparation. 
W. B. Northrup Co. (address not giv 7s 
N. & W. et al. sf ' oe ee 
Rates or charges in violation sections 1, 2 and 4 of act, potatoes, 
points in Minnesota to points in North Carolina and Virginia. 
Asks reparation. 


f+ +" ae Paper & Board Co., Inc., Bogota, N. J., vs. N. Y. 


Rate and charges in violation of sections 1 and 4 of act, wood- 
pulp, New York Harbor, N. Y., to Bogota, N. J. Asks reparation. 
23164. Independent Oil & Gas Co., Tulsa, Okla., vs. Ahnapee & 
Western et al. 


Unreasonable rates, petroleum and petroleum products, Kan- 


sas City, Kan., to points in the Dakotas, Minnesota, Wisconsin, 3 


Illinois, Iowa, Nebraska, Missouri. Asks rates for future. 


. 23165. Leon F. Paszek, trading as Paszek & Son, Baltimore, Md., 


vs. B. & O. et al. 

Rates or charges in violation of sections 1 and 13 of act, 
bituminous coal, from vessel at docks served by Canton R. R. 
Co. to Highlandtown, Baltimore, Md. Asks rates for future and 
reparation. 


























53 Hours 
67 Hours 


Laredo to Mexico City ... 
Eagle Pass to Mexico City . . 


NATIONAL 








RAILWAYS 


HIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment ofthese agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 





G. B. Aleman, Gen. Agt. 
2195 Ry. Exch. Bldg. 
St. Louis, Mo. 





F. P. De Hoyos, Gen. Agt. 
1515 Penn Bldg. 
New York City 













A. Horcasitas, Com. Agt. 
414 Whitney Bank Bidg 
New Orleans, La. 





F. N. Puente, Gen. Agt. 
441 Monadnock Bldg. 
San Francisco, Calif. 














F. C. Lona, Com. t F. Alatorre, Com. Agent 
id Manjuctte Bide. 815 Pacific Electric Building 
Chicago, Illinois Los Angeles, Cal. 
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MEXICO 


El Paso to Mexico City . . « 
Brownsville to Mexico City . 
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: AMISSING 
TARIFF 


can cause a lot of trouble. It may 
be the cause of getting out a car 
today that could have been held 
over until tomorrow to take 
advantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow’s advance. 
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And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
claims resulting from shipping 
under rates that have been revised 
without his knowledge. 















The traffic department in which 
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[he Traffic Bulletin & 
is checked over each week 
is spared these expenses Pes 
and annoyances, for in 24 
THE TRAFFIC BULLETIN 
is printed a complete list of Ry 
the tariffs filed with the Com- . 
mission in the current week A 
Last week’s TRAFFIC BUL- [& 

LETIN contained over thirty other [%§ 
items of almost equal importance < 
to the shipper. May we send you 






a copy? 
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WHY HANDICAP YOURSELF! 


WETZEL DROP FRONT TARIFF FILES 


“THE EASIEST WAY” 


P. A. Wetzel Company 








PAGE 737 










T6é—Twe Drawer Sterage Sectien 


oh 


T7—Lew Sanitary Base Sectien 


Write us for information 


Manufacturers 
SPRINGFIELD, ILLINOIS 





PAGE 738 








Saves Firm $10,600 


Boosts Salary 200% thru Traffic Management 


“How can I make myself worth more money to the firm 
I work for?” 

That was the question uppermost in the mind of C. E. 
Veth when he enrolled with LaSalle for training in Traffic 
Management. 

Already Traffic Manager of the Smith Agricultural Chem- 
ical Company, with plants at Columbus and Indianapolis, he 
was directing the lees of thousands of tons of fertilizer, 
animal foods and acids—six widely diversified products under 
the brand name SACCO—to customers in all parts of the 
United States. 

His training gave him the key he was seeking. 

“Mr. Veth had the vision to see the need in this organiza- 
tion of a properly equipped traffic department,” writes Mar- 
shall A. Smith, president of this great company. “Traffic 
affairs are quite technical, but now he has brought to this 


company a department that enables it to answer every question 
that may arise.” 


During one year alone, Mr. Veth’s newly developed traffic 
department detected and corrected errors in freight bills 
received from the railroads totalling $10,600 in overcharges. 

“My subsequent salary-increase of 200%,” writes Mr. Veth, “is due 
in large measure to the study and application of your training. Your 
course is one of the most complete in its line, and in technical knowledge 
it far surpasses any other I have seen.” 


Send for Free Book 
“Opportunities in Traffic Management”’ 

Whatever else you do, acquaint yourself with the opportunities in 
Traffic Management! See how you can carve out for yourself a more 
splendid future. 

The coupon will bring you without obligation a 96-page book that 
points the way to the rewards in Traffic Management and shows you 
how within a comparatively few months you can equip yourself to take 
the best advantage of them. LaSalle will send it to you free. 

If you are eager to enter a field that spells real opportunity, clip 
and mail the coupon NOW. 

— a a — — — Find Yourself Thru LaSalle! —-——— — — 


LA SALLE EXTENSION UNIVERSITY 


The World’s Largest Business Training Institution 
Dept. 395-TRA Chicago 
I would welcome copy of “Opportunities in Traffic Man- 


agement,” also a copy of “‘Ten Years’ Promotion in One,” 
all without obligation. 


[_] Traffic Management— 
Foreign and Domestic: Training for position as Railroad 
or Industrial Traffic Manager. Rate Expert, Freight 
Solicitor, etc. 


Other LaSalle Opportunities 


LaSalle opens the way to success in every important 
field of business. If more interested in one of the 
fields indicated below, check here: 


ieee Accountancy A Industrial Management [] Personnel Management 





Business Management Telegraphy Paper Salesmanship 
Modern Salesmanship [|] Banking and Finance Expert 

Railway Station Man- [|] Modern Business Corre C. P. A. Coaching 
agement spondence Business English 
Law—Degree of LL.B. . Modern Foremanship Commercial Spanish 
Commercial Law Railway Accounting Effective Speaking 
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No. 23166. Val Blatz Brewing Co., Milwaukee, Wis., 
& P. et al. 
Unreasonable rates and charges, 


vs. C. M. St. p. 
beverages and 


m 
Milwaukee, Wis., to Logan, W. Va. Asks rates for future, Ps 
reparation. ” 
No. an Sa ee Utilities Commission of Idaho, Boise, Ida., vs. 0 


. et al. 
Rates in violation of sections 1 and 2 of act, onions, in Straight 
carloads or in mixed carloads with potatoes, points in southern 


portion of Idaho to destinations in Oklahoma and Texas. Asks 
rates for future. on 
No. 23168. Blue Diamond Co., Arden, Nev., vs. Santa Fe et al. 


Rates in violation of sections 1, 3 and 13 of act, gypsum, Arden 
Nev., to Monolith, Calif., as compared with rates from Midland 
and Plaster City, Calif. Asks rates for future. 

. oo Southern States Lumber Co., Laurens, S. C., vs. Blue Ridge 
et al. 
Unreasonable charges lumber, West Union, S. C., to Elberton 

Ga. Asks reparation. 7 
23170. The Richards-Scheble Candy Co., Hutchinson, Kan., ys 

A. & S. et al. ae 
Rates in violation of first three sections of act, shelled peanuts 

points in Texas and Oklahoma to Hutchinson, Kans., as compared 

with rates to Wichita and other points in Kansas. Asks rates 
for future and reparation. 

23171. Coltexo Corporation, New York, N. Y., vs. Santa Fe et al. 
Unreasonable rate and charges, casinghead gasoline, Hoover, 

Tex., to El Paso, Tex., via interstate routes. Asks cease and 

desist order and reparation. 

23172. Plunkett-Webster Lumber Co., Inc., New Rochelle, N. Y., 

va. i. FT. ©. Ot 

Rates and charges in violation sections 1 and 3 of act, lumber, 
Port Leyden, N. Y., to North Bennington, Vt. Lumber shippers 
on St. Lawrence Division of N. Y. C. preferred. Asks rates for 
future and reparation. . 

23173. Ashland By-Product Coke Co. et al., New York, N. Y., vs. 

Santa Fe et al. 

Rates and/or charges in violation sections 1 and 3 of act, coke, 
Ashland, Ky., and Ironton, O., to points in Illinois, Wisconsin, 
Iowa, Missouri, Nebraska, South Dakota and Minnesota, as com- 
pared with rates from Terre Haute and Indianapolis, Ind., Chi- 
cago and Granite City, Ill., Milwaukee, Wis., and St. Louis, Mo. 
Ask rates for future. 

23174. F. S. Martin & Co., Omaha, Neb., vs. Santa Fe et al. 
Unreasonable charges, egg coal, Cary, Ky., to Joliet, Ill., recon- 

signed to Ft. Madison, Ia. Asks reparation. 

23175. F. Findeisen, doing business under name of Quality Oii 

Co., Hereford, Colo., vs. Santa Fe et al. 

Unreasonable rate refined petroleum products, Enid, Okla., to 
Hereford, Colo., and Carpenter, Wyo. Asks rates for future and 
reparation. 

. 23176. Crane Co., Chicago, Ill., vs. C. & A. et al. 

Unreasonable rates and charges, mixed carloads of plumbers’ 
enameled cast iron fixtures, Chattanooga, Temnn., to points in 
Arkansas, Oklahoma, Texas and Louisiana, and mixed carloads 
of range boilers and water heaters, from LaPorte, Ind., to points 
in Texas. Asks rates for future and reparation. 

. 23177. Carolina Button Corporation, Mt. Airy, N. C., vs. Atlantic 

bones, Chicago, 


& Yadkin et al. 

Unreasonable rates, IL, Mt. N. C. 
Asks rates for future and reparation. 

23173. Sub. No. 1. Portsmouth By-Products Coke Co., Ports- 
mouth, O., vs. Santa Fe et al. 

Rates and/or charges in violation of sections 1 and 3 of act, 
coke, Portsmouth (New Boston), O., to points in Illinois, Wis- 
consin, Iowa, Missouri, Nebraska, South Dakota and Minnesota 


No. 


to Airy, 


No. 


as compared with rates from Terre Haute and Indianapolis, Ind.,& 


Chicago and Granite City, Ill., Milwaukee, Wis., and St. Louis, 
Mo. Asks rates for the future. 

. 23178. Good Bros. Seed & Grain Co. et al., Hamburg, Ia., vs. 
Cc. B. & Q. et al. 





ME ARI OS yo, 


Oia 


Cary eater REM 


Rates in violation sections 1, 3 and 4 of act, grain, from points 


in Iowa to St. Joseph, Kansas City and St. 
pared with rates from Nebraska points. 
and reparation. 


i ~— Ohio Valley Refining Co., St. Marys, W. Va., vs. S. A. L. 
et al. 

Charges in violation, sections 1 and 3 of act, 
Quincy, Jamieson and Midway, ¥Fla., and/or Attapulgas, 
St. Marys, W. Va., as compared with rates to other 
West Virginia and to points in Ohio and Pennsylvania. 
rates for future and reparation. 

Pa, Senne Building Lime Co., Baltimore, Md., vs. A. 
. eta 

Rates and charges in violation of sections 1, 2, 3 and 15 of 
act, lime, Engle, W. Va., to points in New York, Pennsylvania, 
New Jersey, elaware, Maryland, West Virginia, Eastern Ohio 
and District of Columbia, as compared with rates from Bellefonte, 
Pa., group. Asks rates for future. 

23181. Zelnicker Car Works, doing business as the Walter A. 
Zelnicker Supply Co., St. Louis, Mo., vs. Frisco et al. 

Rates in violation sections 1 and 4 of act, old rails, Lowden, 


Louis, Mo., as com- 
Ask rates for future 


Ga., to 
oints in 
Asks 


No 


Ark., to East St. Louis, Ill. Asks cease and desist order and 
reparation. _ 
No. 23182. Simmons Co., New York City, N. Y., vs. C. & N. W. et al. 


Unreasonable rates and charges, cotton mattresses or cotton 
spring mattresses, Kenosha, Wis., to San Francisco, Calif., an¢ 
Seattle, Wash. Asks rates for future and reparation. 4 
oa r Midwest Refining Co., Denver, Colo., vs. D. & R. © 

. et al. aie 

Unreasonable charges, oil well supplies, Kemmerer, Wy0., t 
Marysvale, Utah. Asks reparation. on 
23184. The Edgerton Manufacturing Co., Plymouth, Ind., vs. - 
Cc. a XY. O al. od 

Rates in violation first three sections of act, wood fruit < 
vegetable shipping baskets, or hampers, round bottom or 0 it 
than round bottom, in straight carloads, or in mixed carloads wi 
crate material, from Plymouth, and Paoli, Ind., to points aot Vir- 
ware, Maryland, New Jersey, New York, Pennsylvania, Wes 


No. 


No. 


ginia, Virginia, and District of Columbia. Asks rates for futuré 
and_ reparation. a. Mer- 
No. 23185. American Textile Woolen Co., Sweetwater, Tenn., vs. Me 


chants’ & Miners’ Transportation Co. et al. . te 
Rates in violation of sections 1 and 3 of act, silk noite, eas me 
seaboard cities, to Sweetwater and Athens, Tenn., and Rossvi’ 
Ga., as compared with rates on cotton motes, sweepings, 
strippings and cotton clippings. Asks rates for future. tic & 
No. 23186. McClamrock Co. et al., Greensboro, N. C., vs. Atlan 
Yadkin et al. 
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The Traffic World 


| What Some of Our Clients Have to Say 


About Our Service 


“BUSINESSLIKE MANNER” 


Good business men like things done in a busi- 
ness way. That is why so many avail them- 
selves of our “Watching” Service. 


Mr. B. J. Hamm, Manager, 
Service Department, 
The Traffic Service Corporation, 
$10 Mills Bldg. 


Dear Mr. Hamm: 


Your “Watching” Service has unquestionably 
been of advantage to us, and our requests for 
information have been handled in a most busi- 
nesslike and satisfactory manner. 


With kindest regards, I am 
Yours very truly, 


CERTAIN-TEED PRODUCTS 
CORPORATION 


(Signed) OSBORN VAN BRUNT, 
General Traffic Manager. 


“AUTOMATIC INFORMATION” 


It is one thing to look for and “dig out” infor- 
mation—another thing to have it handed to you 
automatically unsolicited—That is what “Watch- 
ing” Service does for our clients. 


Traffic Service Corporation, 

310 Mills Building, 

Washington, D. C. 

Gentlemen: Your “Watching” Service as typi- 
fied by this instance has been splendid and is very 
much appreciated. As a matter of fact, when you 
had previously automatically advised us, after hav- 
ing responded to our initial request for some in- 
formation, I was on the point of addressing you, 
but your automatic information rendered this un- 
necessary. I was on the point of doing the same 
thing last week but was interrupted, so that had 
not your present letter been received I would 
probably have been in the dark on this matter 
for a day or two longer until news of the Com- 
mission’s order was noticed in oy daily issue— 
and there is always a chance that one will over- 
_— items of eee, Ooo further advised 

y you upon s c reques 

I can cnstalliie compliment your “Watching” 
Service. ery truly yours, 

THE CLEVELAND-CLIFFS IRON CO. 
(Signed) HERBERT KEOPPE, 
Traffic Representative. 


“PUBLISHED NEWS” 


Our publications, the Traffic World and Traffic 
Bulletin, are the recognized traffic and transporta- 
tion authorities— Our “Watching” Service adds 
to their value. 


Mr. B. J. Hamm, Manager, Service Dept., 
The Traffic Service Corporation, 
Washington, D. C. 


Dear Mr. Hamm: 

Equipped as we were with The Traffic World, 
The Traffic Bulletin, a number of separate sources of 
information and memberships in several traffic associa- 
tions, there was at first some question as to whether 
= \ ames the ‘Watching’ Service which you con- 

uct. 

After an experience of three or four years it is a 
pleasure to say that we did need it and that the 
service deserves continued favorable comment, both 
from the standpoint of its completeness and because 
of the clarity of the information. 

The service releases the time of a high salaried em- 
ployee which would otherwise be spent in reading and 
searching for information and is, on the whole, a little 


more of a guarantee that nothing will escape our at- 
tention than was the previous method. 


Cordially yours, 
LEVER BROTHERS COMPANY 
(Signed) L. D. SNOW, 
Traffic Manager. 


“TARIFF CHANGES” 


The so-called complete tariff file does not fill 
the need—“Watching” Service does not depend 
on SOME tariffs—it has the COMPLETE file. 


Mr. B. J. Hamm, Manager, Special Service Dept., 
The Traffic Service Corporation, 
310 Mills Bldg., 
Washington, D. C. 


Dear Sir: 

I feel I must say a word in regard to your 
“Watching” Service. We have on file several 
thousand current railroad tariffs but we can- 
not hope to have tariffs showing all in and 
outbound rates at our competitors’ mills. While 
we carefully check the new issues for changes 
of interest to us, hardly a day passes but that 
you advise us of an interesting change in 
rates which we would not otherwise know of. 


Very truly yours, 
WEST VIRGINIA PULP & 
PAPER COMPANY 


(Signed) C. C. FURGASON, 
Traffic Manager. 





Write us for further information 


THE TRAFFIC SERVICE CORPORATION 


Mills Building 


Washington, D. C. 
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ORIENT PACIFIC COAST JOINT SERVICE 


OCEANIC AND ORIENTAL NAVIGATION COMPANY 
TACOMA ORIENTAL STEAMSHIP COMPANY 
MATSON NAVIGATION COMPANY 
STATES STEAMSHIP COMPANY 
From Philippine Ports, Manila and Hongkong 
Direct to San Francisco, Los Angeles Portland, Seattle and Tacoma 


SS KENTUCKY /|SS GRAYS HARBOR 


March 18 March 22 
March 22 (Omits) 


= 3s 
Sailing from | GOLDEN DRAGON 


March 11 
March 15 

Due to Arrive 
San Francisco. . April 9 April 17 April 20 
Los Angeles.... April 16 April 22 (Omits) 
(Omits) (Omits) (Omits) 
Seattle-Tacoma (Omits) (Omits) April 27 


Sailings every week thereafter. 


From Shanghai, Tsingtau, Taku Bar (Tientsin), Dairen and Otaru 
Direct to San Francisco, Los Angeles, Portland, Seattle and Tacoma 


SS WISCONSIN | SS GOLDEN HORN SS SHELTON 


March 17 March 29 March 31 
March 25 April 3 April 5 
March 30 April 11 April 10 
April 7 April 19 April 9 
(Omits) (Omits) April 23 
April 12 April 25 (Omits) 


Sailing from 


Due to Arrive 


San Francisco. . May 6 May 16 May 11 
Los Angeles.... (Omits) May 23 (Omits) 

May 12 (Omits) (Omits) 
Seattle-Tacoma (Omits) (Omits) May 18 


Sailings every ten daystherealter. = | 
STATES STEAMSHIP CO., General Oriental Agents 


American-Hawaiian S. S. Co. 
Agents Oceanic and Oriental Navigation Co. Tel. Davenport 2900 
215 Market St., San Francisco, Cal. 


Matson Navigation Company 
215 Market St., San Francisco, Cal. Tel Davenport 2300 


Williams, Dimond & Co. 


Agents States S. S. Co. and Tacoma Oriental Steamship Co. 
310 Sansome St., San Francisco Tel. Davenport 4700 


UNITED FRUIT COMPANY 


ty neni) 


G23) Steamship Service <(GeaS 


\ SEAvES He 
AMERICAS 


ancecas ¢ 





General Offices, One Federal St., Boston, Mass. 
FREIGHT AND PASSENGER SERVICE 


Between 


New York New Orleans 


Boston and San Francisco 


and 


Havana and Santiago, Cuba; Jamaica, Panama, 
Salvador, Nicaragua, Columbia, Costa Rica, Guate- 
mala, Honduras, British Honduras, and via trans- 
shipment at Cristobal to West Coast Ports of 
Mexico, Central and South America. 


For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


¢33 Califernia 8t., 17 Battery Place, 321 St. Charles 8t., 
San Francisce, Cal. New Yerk. N. Y. New Orleans, La. 
Leng Wharf, 140 S. Dearbern St, 
Besten, Mase. Chicage, Mi. 
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Rates in violation of sections 1, 2, 3, 4 and 6 of act, slate slab 
flagging and scrap, encaustic tile and polished marble, points ." 
Vermont, New York, Ohio, Maryland and Tennessee to Greens. 
boro and Winston-Salem, N. C., as compared with rates on marble. 
granite and stone. Asks rates for future and reparation. : 

No. 23187. Leo C. Gould Co., Inc., Chicago, Ill., vs. C. & N. W. et al 

Rates in violation of sections 1 and 3 of act, coal, points in 
Kentucky, Indiana and Illinois, to Woodstock, IIll., as compared 
with rates to Rockford and Des Plaines, Ill. Asks rates fo 
future and reparation. a 

No. 23188. Inland Waterways Corporation, operating Mississippi-War 
rior Service et al., vs. A. & S. et al. ' 

Seeks joint through routes and joint rail and barge rates on 
cotton and cotton linters, and consolidation of this complaint witl 
I. & S. No. 3399, cotton and cotton linters from southern pa 
ee points to New Orleans and Mobile, via rai] and 

arge. 

No. 23189. Lumber Traffic Association, Cincinnati, O., vs. é = 
Western Florida et al. va. Alabome & 

Rates in violation, sections 1 and 13 of_act, logs, points in Ken- 

tucky and Tennessee, to Cincinnati, O. Kentucky intrastate traf. 

- po ge ed teen Gena oe and reparation. ; 
oO. . Northern Indiana Sand & Gravel Co., Wolc ri i 
Wabash et al. isiaandienes tess 

Rate in violation section 3 of the act, sand, Wolcottville, Ind 
to Chicago, IIl., and points in Chicago district on Wabash. Winona 
Lake, Ind., preferred. Asks nonpreferential rate Winona Lake to 

No. 23191" Reuben 
oO. " euben H. Donnelley Corporation et al., Chicag *s 
C. & 'N. W. et all. iia mS % 

Rates and charges in violation sections 1, 2, 3 and 4 of act 
scrap and or waste papers, Chicago, IIl., district to White Pigeon’ 
Mich. Asks rates for future and concelation of undercharges, ' 

No. 23192. Oscar Mayer & Co., Chicago, IIl., vs. B. & O. et al. 

Rates and charges in violation of section 1 of act, inedible tallow 
and inedible grease, Madison, Wis., to points in Illinois, Indiana 
Maryland, New Jersey, New York and Pennsylvania. Asks rates 
for future and reparation. 

No. or Sub. No. 1. Simmons Co., New York, N. Y., vs. C. & N. W. 
et al. 

Rates and charges in violation sections 1 and 6 of act, metal 
and wood furniture and cotton mattresses, or cotton spring mat- 
tresses, Kenosha, Wis., to Seattle, Wash. Asks cease and desist 
order, lawful rates and reparation. 

No. 23193. Saniwax Paper Co., Kalamazoo, Mich., vs. Ann Arbor et al. 

Unreasonable charges, printed waxed paper wrappers, Kala- 
mazoo, Mich., to points in official and western classification ter- 
ritories. Asks cease and desist order, and waiver of collection of 
unreasonable charges. 

No. 23194. D. E. Ryan Co., Minneapolis, Minn., vs. C. & N. W. et al. 

Rates in violation sections 1, 3 and 4 of act, potatoes, all points 
of origin in Wisconsin, Minnesota and Dakotas to points in Ken- 
tucky. Asks reparation. 

No. aa Galveston (Tex.) Chamber of Commerce et al. vs. A. & S. 
et al. 

Allege violation sections 1, 2 and 3 of interstate commerce act, 
section 500 of transportation act and section 8 of shipping act 
of 1920, with respect to interstate, domestic, export, import and/or 
coastwise rates to and from Galveston on cottonseed and other 
vegetable cake, refined sugar, bagging and ties, iron and steel 
articles, canned goods, junk, brick, fertilizer and materials, soap 
and soap powders and other commodities, as compared with rates 
to and from Houston, Port Houston and points in the Houston 
group. Asks rates to and from Galveston from and to points in 
southwest not in excess of rates to and from Houston group. 

No. 23196. Forest Garden Farms, Inc., Oviedo, Fla., vs. S. A. L. et al. 

Unreasonable rates and charges, celery, Oviedo, Fla., to Pitts- 

burgh, Pa. Asks reparation. q 
No. 23196. Sub. No. 1. J. C. Lee, Leesburg, Fla., vs. S. A. L. et al. 

Unreasonable rates and charges, cabbage, Whitney, Fla., to® 

Scranton, Pa. Asks reparation. , 
No. re yatta Brick Co., Indianapolis, Ind., vs. C. C. C.& 
b ie Ta 3 

Charges in violation sections 1 and 8 of act, coal, Oakwood, IIl., 
to Crawfordsville, Ind., as compared with rates from Clinton, = 
Ind. Asks rates for future and reparation. ' . ; 

No. 23198. Minnesota and Ontario Paper Co. et al., Minneapolis, Minn., 
va. I. C. et al. . : 

Rates in violation sections 1 and 3 of act, newsprint paper, toy: 
Nashville, Tenn., from International Falls, Minn., Fort Frances, |” 
Kenora and Fort William, Ont., as compared with rates from§ 
points in Province of Quebec. Asks lawful rates and reparation.— 

No. ig S. D. Riegel & Sons, Griffin, Ga., vs. Central of Georgia 
et al. 

Unreasonable rate, pickle bell and pimento pepper, Griffin, Ga., & V ® 
to Pittsburgh, Pa. Asks reparation. % en 
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TELEPHONE COMPANY EARNINGS 


Operating income of 97 telephone companies having annual 
operating revenues in excess of $250,000 each, totaled $276,138, 
993 in 1929, an increase of 9 per cent compared with 1928, and 
$23,937,908 in December, 1929, an increase of 31.3 per cent asi 
compared with December, 1928, according to statistics compiled 
by the Bureau of Statistics of the Commission from company 
reports. At the end of December the number of company 
stations in service was 16,801,102, an increase of 927,737 oF 5.8 
per cent compared with December, 1928. 





CIVIL SERVICE EXAMINATION 


The United States Civil Service Commission announces all 
open competitive examination for associate business specialist 
(water and rail transportation), $3,200 to $3,700 a year. Appli 
cations must be on file with the Civil Service Commission at 
Washington, D. C., not later than April 23. The examination 1S 
to fill a vacancy in the office of the Board of Engineers fol 
Rivers and Harbors, Washington, D. C., and vacancies occurring 
in positions requiring similar qualifications throughout the 
United States. 









ent 












































5, 1930 PAGE 741 
arch 15, 00d The Traffic Wola —$ A << — 


AUSTRALIA. | Calmar Steamship Corporation 


PASSENGERS 
THE TRANSATLANTIC STEAMSHIP CO., LTD. 
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sees e e DIRECT to Pacific Coast. 
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“WV. SENG TEAMING CO. 
THE element of speed is vital in these 

: 6 W. Lake St. CHICAGO days ines anasien, Fast “President 
nnual§ Liners” make available express speed for 
6,138, our freight shipments to and from Yoko- 
"andl ama, Kobe, Shanghai, Hong Kong and 






* 
nt asi Manila. Sailings every alternate Saturday 
nriled Southern Steamship Company over the short route from Seattle. Thru bills 
npanyp of lading issued to all Oriental ports. 
an o TING P : VICE Express ‘‘Cargo Liners’ augment this 
BETWEEN service with frequent, dependable sail- 


Philadelphia, Pa., and a ou st on, Tex. ings to and from the Orient. 


} 


T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 


ces all . W.G. ROCHE, Inc., Gen. Agt. R. W. BRUCE, Gen. Agt. 
cialist vara 1714 Dime Bank Bide 110 So. Dearborn St. 

i rom Philadelphia ednesda and Satur da troit, Mich. Chicago, 
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321 Commercial Trust Bidg., PHILADELPHIA, PA. 
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THE ONLY WAY: 


for dependable overnight freight service 


THE GREAT CENTRAL WAY: 


between, 


Chicago, Indianapolis, Cincinnati, 


Detroit, Dayton and Toledo 


RAIL RATES with STORE DOOR DELIVERY 


Fully Insured. 


TERMINALS 
Detroit—731 23rd St. Phone Lafayette 3470 
Chicago—3615 Iron St. Phone La Fayette 4866 
Cincinnati—447 E. 2nd St. Phone Main 2299 
Indianapolis— 1008 E. Maryland Ave., Drexel 3041 


TRA TRANG 


EST. +927 






DETROIT: CINCINMATI - INDIANAPOLIS: CHICAGO] 


se4Noge Wns -W YOR . 
3 Al IT FORNY 
largest built \ 


DAYS under American flag 


S. S. CALIFORNIA—S. S. VIRGINIA 
S. S. PENNSYLVANIA 


{tinerary: New York—Havana—Panama Canal—Bal- 
boa—San Diego (Westbound)—Los Angeles—San 
Francisco. Regular fortnightly sailings. 13 days Coast- 
to-Coast in either direction. Thoroughly modern freight 
facilities. Luxurious passenger accommodations. Special 
garage decks for carrying automobiles uncrated. 

















Three NEW liners 












Proposed Sailing Dates: 
Eastbound from 
Westicund from New gl San Francisco—Los Angeles 
Vrg¢inia.. .,..Mar.22 May California.....Mar.29 May 10 
Pennsylv3..ia. Apr. 5 Seow F Vir, ae SE ot 12 May 24 
Californ::....Apt.19 May 31 Pooneyivauie: Apr.26 June 7 
from Los Angeles 8nd day following 


fanama facifie fine 


INTERNATLONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, N. Y. C. 1 Broadway, N. Y. C. 
(West 23rd St. Tel. Chelsea6760 Tel. Di gby 2840 
Chicago, 180 N. Michigan Ave. Boston, 84 State Street 
Philadelphia, Public Ledger Bl timore, Chamber of Com- 
an Francisco, 511 ornia St. merce Bldg. 
Los Angeles, Central Bidg. 
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Docket of the Commission 





NOTE—items In the Docket marked with an asterisk (*) are new 
naving been added since the last issue of The Traffic World. Cancei. 
lations and postponements announced too late to show the change in 
this Docket will be +. elsewhere. 


March 17—New York, Y.—Examiner Hansen: 
—— eeeland’ Studios, Inc., vs. N. Y. N. H. & H. R. R, 


22998—Presbrey-Leland Studios, Inc., formerly a? as Pres- 
preg Leland Co., Inc., vs. Cent. Vt. Ry., George A Gaston and 
Redmond, receivers, et al. 


“= 17—Cincinnati, O.—Examiner Hill: 
S. 3403—Silicate of soda, carload, from, to and between points 
“in southern eee 


March 17—Washington, D. Ce eee 
Fourth Section Application Nos. 601 e 
Fourth Section Application Nos. 11694 ty al. (adjourned hearing). 


March 17—Nashville, Tenn. oa nee Wilbur: 
22996—H. G. Hill Co. vs. C. B. & Q. R. R. et al. 


March 17—Washington, D. S. diaations Williams: 
22488—International Paper Co. vs. A. G. S. R. R. et al. 
22489—Continental Paper & Bag Corp. vs. A. G. s: R. R. et al. 
23146—Robeson Process Co. vs. Pa. R. R. et al. 


March 17—Tulsa, Okla.—Examiner Griffin: 
23014—-Tulsa Paper Co. et al. vs. A. T. & S. F. Ry. et al. 
ane 17—Buffalo, N. Y.—Examiner Kerwin: 
17640—Wrought Washer Manufacturing Co. vs. P. M. Ry. et al. 
(and cases grouped therewith) (further hearing on question of 
proof of payment and bearing of charges and to determine amount 
of reparation due complainants and interveners under the find- 


ings). 


March 17—Argument at Washington, D. C.: 
e120 fant Sub. 1)—Globe Grain & Milling Co. vs. A. T. & S. F. Ry. 


21838— Gillen Cole Co. of Portland, Ore., et al. vs. C. B. & Q. RR. 


eu a Rock, Ark.—Arkansas R. R. Commission: 
* Finance No. 7956—A pplication Ozark & Philpott Valley R. R, for 
authority to construct a line of railroad in Franklin county, Ark. 


March 18—Portland, Ore.—Public Service Commission of Oregon: 
Finance No. $009——A pplication Clackamas Eastern Ry. for authority 
to acquire a line of railroad and to construct an extension thereto, 
in Clackamas county, Ore 
Finance No. 8010 Application Southern Pacific Co. for authority 
to acquire control of Clackamas Eastern R. R. by_ purchase of 


capital ag and a ee of Clackamas Eastern R. R. for au- 
— issue and sell its capital stock to the Southern Pacific 
o. 


March 18—Louisville, Ky. we Hill: 


22684—Hulen-Toops Co. vs. Cc. Cc. & St. L. Ry. # zi. 
Portions Fourth Section Appl, 18 1952 filed by L. & N. R. R. 
22995—-Davidson Bros. vs R. R. et al. 
23057—Davidson Seay & Adams a e B. & 2. R. et al. 
23123—-Peter Fox Sons Co. et al. vs. L. & N. 4 et al. 


March 18—New York, N. Sher nea Hansen: 

23000—Federated Metals Corp. vs. St. L.-S. F. Ry. et al 

1. & S. 3395—Routing on export petroleum ‘from Gulf Coast Lines 
stations to New Orleans, La., and sub-ports. 

1. & S. 3339 (and ist supplement)—Routing on export petroleum 
from Texas points to New Orleans, La., and sub-ports, via Gulf 
Coast Lines. 

March 18—Tulsa, Okla.—Examiner oe 
22974—-Sinclair Oil & Gas Co. vs. 7 &. F. Ry. et al. 
March 18—Argument at ~ ta tn ae 3 

21752—Salt Lake Tribune Publishing Go. “et al. vs. Bamberger Elec- 

et 


tric R. R. al. 
21943—Utah Coal Producers’ Assn. vs. D. & R. G. W. R. R. et al. 
21651—Utah Shippers Traffic Assn. vs. A. T. & S. F. Ry. et al. 


March 18—Chattanooga, Tenn.—Examiner Wilbur: 
22971—Chattanooga Handle Co., Inc., vs. A. & W. P. R. R. et al. 


March 19—Washington, D. C.—Examiner Kephart: 
Finance No. 370i—In re excess income of Detroit Terminal R. R. 


March 19—New York, N. Y.—Examiner anes: 
23006—Federated Metals Corp. vs. M. P. R. R. et al. 


March 19—Oklahoma City, Okla. fer Fatt ath Grin: 


22931—Kansas City Paper House et al. vs. 5 & P. Ry. et al. 
22970—Col-Tex Refining Co. et al. vs. IL G i et al. 

March 19—Atlanta, Ga.—Examiner Wilbur: 
22918 (and Sub. 1)—Coweta Cotton Oil Co. vs. L. & N. R. R. et al. 


March 19—Argument at Washington, D. C.: 
18102—Boren-Stewart Co. et al. vs. A. T. & S. 
21274—H. C. King & Sons, — Py Mich. Cent. 
21575—Skelly Oil Co. vs. A. & S. F. Ry. et Se 


—- 20—Atlanta, tee Me Toe Wilbur: 
& S. 3409—Interchange switching at — Ga. 
pices Standard Oil Co. (Ky.) vs. Sou. Ry. 
March 20—Chicago, Ill.—Examiner Cassidy 
—ae Fruit Growers, Inc., of i.. 
et a 
March 20—Argument at ey mw DBD. C.: 
21625—R. L. Elvin vs. C. & N. W. Ry. 
20526—North Shore Material Ag vs. %, & N. W. Ry. et al. 


March 20—Louisville, Ky.—Examiner Hill: 
23032—Louisville Water Co. vs. B. & O. R. 


March 20—Cleveland, O.—Examiner Kerwin: | 
17640—Wrought asher Manufacturing Co. vs. P. M. Ry. et , 
(and cases grouped therewith) (further hearing on question be 
proof of payment and bearing of charges and to determine anom 
of reparation due complainants and interveners under the findings 
March 20—New York, N. Y.—Examiner Hansen: ts to 
1. & S. 3430—Mica from Spruce, Pine and other N. C. points 
South Atlantic and Virginia pts. 
22973—Charles S, Walton & Co., Inc., vs. B. & O. R. R. et al. 


Z Ry. et al. 


et al. vs. A. G. S. R. R. 


R. et al. 
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CHAPTER XIII 


Frisco-land 


—As the Shipper Sees It 





Frisco-Lanp, with its nine states, is a tre- 
mendous territory. From East to West and 
from North to South, this vast empire em- 
braces a domain of approximately 700,000 
square miles. 

To the shipper, the size of Frisco-land 
is measured in ‘‘hours in transit.” His chief . : 
concern is how to squeeze together the | "Eng @) Frisco- Lan 
**time’’ boundaries of Frisco-land to expedite | ' 4 tie includes—- 
his deliveries. a . 

The Frisco Lines, serving this territory with w/ \e Texas 
fast Red Ball freight schedules, with power- wate Oklahoma 
ful modern motive equipment, with fine road- WY <7 3 a Missouri 
bed and well located terminal facilities, offer >< Cs 
every time-saving advantage in the movement P 
of freight—and passengers—from, to or thru < Sree ety Arkansas 
Frisco-land. e WN ON ee Tennessee 

S. S. Butler, General Traffic Manager ie f 1 Mississippi 


Alabama 
Florida 











Kansas 
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PITTSBURGH DISTRIBUTION 


Cold and dry storage distribution can be most ae accomplished to 
the 5,000,000 Pittsbu: District population through the Terminal system. Direct 
connections of all railroads into the group of paildings eliminates all trucking 
and hauling, except for city deliveries. Lowest obtainable insurance rates. Every 
modern facility for doing business. 


ASK FOR RATES AND RESERVATIONS AND ILLUSTRATED BOOK 
THE TERMINAL BUILDINGS 
Pittsburgh Terminal Warehouse & Transfer Company 
Terminal Way and Carson Streets Pittsburgh, Pennsylvania 


MR. TRAFFIC MANAGER: 


Investigate Kimpak. It will help protect your product 
in shipment—so that it is received at destination in per- 
fect condition. Kimpak is amazingly soft, resilient and 
safe; economical and clean; put up in convenient forms 
for easy handling. Write today for samples and prices. 
‘Let us help solve — packing and shipping problems. 


REG. In PAT. OFF. & pa COUNTRIES 


CREPE WADDING 


KIMBERLY-CLARK CORPORATION 
Neenah, Wis. 


Sales Offices: 
8 So. Michigan Ave., Chicago 122 E. 42nd St., New York, N. Y. 





GENERAL MERCHANDISE STORAGE 
Distribution 


The only modern Merchandise Warehouse fully equipped and centrally 
located in the city of Rochester 
Insurance rate 12 cents per $100.00. 
Located on private siding of the Buffalo, Rochester&Pittsburgh Railway, 
enjoying switching at flat Rochester rate with all steam roads. 


B. R. & P. WAREHOUSE, Inc., Rochester, N.Y. 








Attention! Traffic Employers 


Training your assistants is a costly prac- 
tice, but need not be continued longer. Com- 
petent men, employed daily in all lines of 
traffic activity, and fully qualified through 
an extremely practical study and training 


are always available to you. Our students’ 
earnings range from $100.00 to $500.00 a 
month. 

Telephone, write, or call personally, and 
we will furnish you exactly the traffic em- 
ployee desired. 


Chicago, IIl. New York, N. Y. 
College of Advanced Traffic | Academy of Advanced Traffic 
608 So. Dearborn St. 299 Broadway 


Telephones: Harrison 8649-50 Telephone: Worth 5820 
Dept. T- 
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March 21—Minneapolis, Minn.—Examiner Witters: 

1. & S. 3400 (and ist and 2nd supplemental order)—Restricte 
arrangements on logs from Northwestern and Pacific Coa 
to eastbound transcontinental destinations. 

March 21—New York, N. Y.—Examiner Hansen: 
23106—Naval Stores Corporation of N. Y. vs. B. & M. R. R. et al 
March 21—Argument at Washington, +" e.; ; 
21624—Hinde & Dauch Paper Co. vs. A. C. & Y. Ry. et al. 

March 21—Sherman, Tex.—Examiner Griffin: 

23048—Interstate Cotton Oil Refining Co. vs. A. T. & S. F. Ry. et al, 

March 22—Shreveport, La.—Examiner Hill: 
23022—Louisiana Oil Refining Corp. vs. T. & P. Ry. et al. 

March 22—Dallas, Tex.—Examiner Griffin: 
22879—Texas-Louisiana Power Co, et al. vs. A. T. & S. F. Ry. et al. 

March 22—Detroit, Mich.—Examiner Konigsberg: 

1. & S. 3402 (and Ist supplement)—Beans and peas, dried, carload, 
from, to and between points in southern territory. 

I. ah S 3130—Consolidated Southwestern Cases (beans and peas 

ried). 

March 22—Indianapolis, Ind.—Examiner Harraman: 
23027—Republic Creosoting Co. vs. Camas Prairie R. R. et al. 

March 22—New York, N. Y.—Examiner pas: 
22972—-Boston Excelsior Co. vs. A. C. L. R. R. et al. 


March 22—Argument at Washington, D. Piet 


d transit 
St points 


21492—-Dewey Portland Cement Co. vs. & E. R. R. et al 
21500—Dewey Portland Cement Co. vs. a & W. Ry. et al. 
21604—Dewey Portland Cement Co. vs. A. T. & S. F. Ry. et al 
21977—Dewey Portland Cement Co. vs. A. T. & S. F. Ry. et al 
21635—Dewey Portland Cement Co. vs. C. B. & Q. R. R. et al 
21661—Dewey Portland Cement Co. vs. C. R. I. & P. Ry. et al 
21682—Dewey Portland Cement Co. vs. C. M. St. ¥. & P. R. R. et al 


March 24—Minneapolis, Minn.—Examiner Cassidy 
1. & S. —— wn rates from Duluth and St. Paul, Minn., to sta- 
. St. P. & P.. Ry. in S. D 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Traffic manager of fifteen years’ experience, 
registered I. C. C. practitioner, desires new connection. Thoroughly 
familiar with all rate structures, particularly to the south and south- 
west. Address A. R. E. 276, care Traffic World, Chicago, II. 


HANDY FOLDER FREE with samples of 19 Traffic Department 
Forms used by leading shippers everywhere. Designed by experts 
for maximum efficiency and accuracy. Save time and money. Pro- 
mote faster handling of your orders. The Traffic Service Corporation, 
Merchandise Department, 418 S. Market St., Chicago, IIl. 


tions on C, 

















TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, MISSOURI 


GEOGRAPHICALLY 


LOCATED TO RENDER 
DISTRIBUTORS 


DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 





A COMPLETE SERVICE 
for the warehousing and 
distribution of merchandise 
to Illinois points. 


ILLINOIS 
pesatun 


WAREHOUSES 





UNION CITY°;-o WATERBURY 
BEACON FALLS@AONAUGATUCK 
ANSOMIA SOSEYMOOR 
SHELTONG!o OERBY 
DEVON 6 Foamy NEW HAVEN 


euuees BOAT SERVICE 
ao STORE DOOR DELIVERY 


THRU RATES AND 
DIRECT WATER ROUTE 


ursmic South Norwalk, Bridgeport, New 
* ere f rom London and Norwich, Conn. 
C.F.A., W.T.L., Inter-Mountain 
to South and Southwest 
INION, SAVANNAR, 
vita OES pig SEIRE SES DOMINION 


non? SEWETT CITY 





THAMES RIVER LINE, INC., Pier 32 E. R., New York City, =®“§S7,5.FU" 
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